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PROJECT PLAN

This project was undertaken initially by the Helicopter Association of

America (HAA), the name of which was changed by membership decision in January,

1981, to the Helicopter Association International (HAl). The Association re-

mains a non-profit organization as before.

The report which follows describes the methodology employed in performing

the study called for by the Federal Aviation Administration (FAA) Statement of

Work as contained in Modification No. 0003 to contract DOT-FA7WA-4303, and the

report specifies the resulting proposed changes to FAA Air Traffic Control

" Handbook 7110.65B. Rationale for such changes is included where considered

useful.

This Association believes that the review of ATC procedures as they may

affect helicopter operations should be an on-going process as these operations

increase and expand in scope. Consequently, this study should not be considered

- as the ultimate treatment of this subject, and the HAI will, therefore, extend

its continuing cooperation to the FAA as further efforts in this area take place.

-Prepared by: Approved by:

FON

-eA Gilbert Robhrt A. Richardson
HAI Program Manager HAI Executive Director



STATEMENT OF WORJK

In accordance with Contract DOT-FA79-WA-4303, the Helicopter Association

of America (hereinafter referred to as the Helicopter Association International)

prepared a report titled "Helicopter Northeast Corridor Operational Test Support"

(Report No. FAA-RD-80-80) dated June 1980. Recommendation No. 12 of this report

stated:

"A complete review of ATC Handbook 7110-65B and the Airman's
Information Manual (AIM) should be conducted to examine all
aspects affecting or relating to helicopter operations
(IFR and VFR)."

On September 29, 1980, the Federal Aviation Administration, in Amendment

No. 0003 to the above contract, entered into an agreement with the HAA to per-

form the following additional Statement of Work:

"5.a. Analyze the Air Traffic Control Manual 7110.65B, para-
graph by paragraph to determine necessary changes to the
manual to more efficiently accommodate helicopters in the air
traffic control system.

5.b. Develop and coordinate recomended changes to the manual
with appropriate representation of the helicopter industry."

.2.1
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METHOD OF APPROACH

As the first step in performing the Statement of Work, the program manager

for the Helicopter Association International (HAl) formed a nine member special

"Helicopter ATC Study Working Group". Copies of up to date FAA Handbook

7110-65B, along with pertinent guidelines for performance of the task of the

Working Group, were sent to each member with the HAl Program Manager's Memoran-

dum No. 1, dated November 5, 1980.

Thereafter, nine additional memoranda were sent by the HAI program manager

to the Working Group members. As appropriate, copies of these memoranda also

were sent to the FAA Technical Monitor for this project, Raymond J. Hilton

(APRD-330), and the FAA Air Traffic Service Liaison for the project, Glenn A.

Leister (ATT-320).

On January 20, 1981, a special combined meeting of the HAA (RAI) ATC Sub-

committee and TERFS Working Groups was held in Anaheim, California, in

conjunction with the HLAA's 33rd Annual Meeting and Industry Exposition (see

agenda).

It should be noted that Memoranda Nos. 9 and 10 were sent to brth the

special Helicopter ATC Study Working Group and the HAA (HAI) ATC Subcomrittee.

The membership roster of the HAA (HAl) ATC Subcommittee precedes Memorandum No. 9.

Frequent consultation during the period of the study was made by the RAI

Program Manager with members of the special ATC Working Group and various members

of the HAA (HAl) ATC Subcommittee. In addition, the study integrator, Tirey K.

Vickers, conferred from time to time with FAA Air Traffic Services Washington and

field personnel. In this connection, Harry Hawkins of the FAA's Lafayette Tower

and James Knoetgen of the FAA's Eastern Regional Office (although not a member

of the special Working Group) merit special acknowledgement for their significant

contributions.

,~~~~~~~~~~~~....,..- .-.... .......'.'-'' ....... . ..,..."'. ........... ' '-



SDuring the course of this study the FMA ATC Operations and Procedures

Division was engaged in a similar review of the ATC HAndbook. This reviev

resulted in several recommiendations pertaining to helicopter operations.

Some of these recommendations turned up in the material received from the-

Working Group members; these recommendations have been included as anI.indication o f the endorsement and support of the Working Group. In such

cases the source of each recommiendation has been identified as FAA AAT-320.

4._
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November 3, 1980
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RECOMMENDED CHANGES TO ATC PROCEDURES

FOR HELICOPTERS

Based on the inputs received by the HAI as a result of carrying out the

methodology described in the preceding section of this study, the following

"Recommended Changes to ATC Procedures for Helicopters" were prepared and

are proposed by the HAI for incorporation in FAA Handbook 7110.65B. In

addition, an Addendum is included outlining certain topics which appear to

warrant further study based on flight tests and/or simulations as may be

appropriate.

It should be understood that the HAI endorses the FAA proposals re 7110.65B

as covered by Memorandum No. 10 set forth in the Appendix, except that the

HAI considers that the recommended changes which follow should govern in any

case of conflict with or extension of these FAA proposals.

57
N

77



.i

-.4
.4

".9
.4'

N-

.



ZXSTING PROPOSED

Page 10

43L MINIMUM FUEL 35. (no change)
If an aircraft declares a state o( "minimum

toel," inform any aility to whom control
jwrsdiction h transferred of the minimum fuel
problem and be aleAt for any ocneomm which
might delay the aircaft en route.
, su,.-Use of the am uWinifam ueI hdcate

voglidon by a poot that his f wpply ha reached
a state where, upon rmching destination, be anot
ewpt any undue delay. TIb s wt a emergeni
situston but memly ma SdASorY that WUCmas an
energency stuation h poulble dhould maq undue
dey came. A minimum fuel advisory dow net bMply
a seed for uffic priority. Cmmov sm and good
Judgment MV determine the extent of anktaw to be
given in MawMum fuel d8-1bai If, at ay Ume, the
rernairilng noblfel" wppV magwb he used for
trffic prO.tj to WreWT a e. lnding, the pOot
ehoul dekm- an mergeny and report ful remain-.
b In minotaL

36. M.,COPTER FREUICY OUNCE

Avoid issuing a frequency change
to mingle-p Iloted helicopters
while TLxiing, hovering, or flyirL,
near the ground. If in doubts
uery the pilot an to his ability
o change frequency. Zn an emer-

gency or critical situation# rele.
the necessary control instructic

(insert) until the pilot in able'to chang
frequency.

)6. NOTE. Most single-piloted
helicopters require the use of
both hands and feet to maintain
control. Although control fric-
tion devices assist the pilot@
changing frequenc¥ could result
in loss of controK.

W2. RESERVED 37-39. .RESERVED (Renumbered)

BATIONAL!, There is a need to alert
controllers .to the potential hasard
involved when a single piloted heli-
copter Is requested to change radio
frequency when operating near the
ground.

SOURCE: FAA AAT-320

9
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* EXISTING PROPOSED

Page 21
87.a. AIRCRAFT IDENTIFICATION

(3) Type only, if no confusion or mis.
identificaLion is likely.
b. Air Carrier.

M() anufacturer's name or model.
C) Add 'company name or other identi-

fying features when confusion or misidentifi-
cation is likely.
8.6. Ciample.- (Correction)

4 ~"Lockhead ten-eleven." "Americn seven-oh- *."-'Lock.heed ten-eleven"....
seven." "United seven thirty-seven."
e8h. Not..-TERMINAL: Pilots of 'interchange' sir-
craft are expected to inform the tower on first radio
contact the name of the operating conpany and trip
number, followed by the company name a. displayed
on the aircraft, and aircraft type.

c. General Aviation and Air Taxi: Xnierts)
(1) Manufacturer's model, name or des-

ignator.
(2) Add color when considered advan-

tageous. _ ( 3) Add )CLICOPTER when cbnsid-
lie. ..AMPt.- ered advantageous.

"Tri-Pacer." "PA twtnty-t'a."
Cessna three ten." "Green Apache." Yellow Hughes helicopter"

,it. When issuing traffli information to air-
craft cleared for a visual approach, specify
the word "heavy" when you know "the trafic
Is a heavy aircraft.

.. ( laimplo.-

"Heavy C one forty-one."

9949. RESERVED

RATIONALE, Most helicopters make relatively
. small visual targets, especially when seen

from front or rear. Using a descriptive
term would give other pilots a useful clue
as to what to look for.

SOURCE: HAl Working Group

P
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BACKGROUND NOTES ON HELICOPTER SPECIAL VFR OPERATIONS

RATIONALE: Some confusion has existed among pilots and con-
trollers, about the application of Helicopter Special VFR
(HSVFR) procedures. Although Chapter 3 of Kandbook.7110.65B
has a section entitled Fixed Wing Special VFR, there Is
no corresponding section for Helicopter Special VFR. There
is no definition of either term, either in the Federal Air
Regulations or in the Glossary of FAA Handbook 7110.65b.

In order to simplify control workload and clarify the
application of procedures for Helicopter Special VFR (RSVFR)
Operations, the following recommendations are made:

(1) Remove helicopter applications from the existing SVFR
and FW/SVFR sections of Manual 7110.65B.

(2) Establish a ESVFR section parallel to the FW/SVFR
section and incorporate these requirements with the
HSVFR separation standards which now appear in par-
agraphs 1140-1141.

(3) Change the existing requirement for a Letter of A-
greement to a Letter to Airmen, to eliminate the
need for controllers to determine whether any
particular helicopter or pilot is covered.

(4) Remove the fixed-wing restriction from 1141.b
through 1141.f so that it covers IFR helicopters as
well as IFR fixed-wing aircraft.

(5) Change the HSVFR separation uminmu from departing
IFR aircraft, in existing paragraph 1141.d.(2),
from 2 miles to 1-1/2 miles, to standardize it
with the corresponding separation from arriving
aircraf.t, or from Category I and II aircraft in
Stage III TCA operations.

(6) Change the distance-from-runway criteria of exist-
ing paragraph 1141.d from 1/2 mile to 1 mile to
standardize it for the arrival and departure ends
of the runway.

(7) Include a stary of HSVTR separation criteria
in a matrix for easy reference by controllers.

SOURCE: HAl Working Group
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EIT PROPOSED

Seto 1T6. SPECIA VFR~v A
Secton1SECTION 16 FIXED-WING SPECIAL

470. AUTHORIZATION V"0 I
470. JAUVORIZATION

Except where prohibited by FAR 93.113, you
may authorize Special VFR operations Except where prohibited by PAR
weather conditions less than basic VFR minima 93.113t you may authorize Special
only as follows: VFR operations for fixed-wing

a. Within control zones. aircraft in weather conditionsb. When requested by the pDot less than basic VFR minima only
b. Wen equetedby te ploLan followsal

. On the basis of weather conditions reporto
at the airport of intended landingIdeparture, or . Within control sones.
4?0.t.L Refet.n.-Climb to VFR, 472; Ground Visibili- b. Wen requested by the piot.
ty Below One Mile, 477. e- On the basis of weather conditions reported

d. When weather conditions are not reported at the airport of intended landing/departure, or
at the airport of intended landing, and the pilot M-L. *leme.-Climb to VFR, 472; Ground Visibili-

S". advises he is unable to maintain VFR and me ty Below One Mie, 477."i quests Special VFR. s. When weather conditions are not reported
fiPkvuasokog: at the airport of intended landing, and thepilot

CLEARED TO ENTER/OUT OF/THROUGH CON- advises he is unable to maintain VFR andre
TROL ZONE quests Special VFR.

S,, IV ,"wir= PArWIVY:
(direction) OF (airport name) AIRPORT (speed CLEARED TO ENTER/OUT OF/THROUGH CON.
routing) TROL ZONE

ad aind. if nyetid
'., TATN SPECIAL V.F-R CONDTONS ITLE (direction) OF (airport name) AIRPORT (specified

IN CONTROL ZONE. routing)

MATDAIN SPECIAL V-F-R CONDITIONS AHMLE
IN CONTROL ZONE.

471. LOCAL OPERATIONS 471. LOCAL OPERATIONS
Authorze kxmla Special VFR operations for a Authorize local Special VFR

specified period (series of landings and takeoffs* operations for fixed-wing air-
etc.) upon request, f the aircraft can be recalled craft during a specified period
when traffic or writher conditions (series of l ndings and akef s,
req- warrnted, Letters of Age- etc.) upon request, if the air-
ment may be consumnmate& craft can be recalled when traf-

,.uOCLSEAORAIS fic or weather conditi'ons re-,"""LOCAL SPECIAL V-F-R OPERATIONS IN THE qie
IMMEDIATE VICDZE OF (av'port nam) AIR.PORT ARE AUTHORIZED U'T= (ti= ) XAIN.
TAIN SPECIAL V-F-R CONDITIONS.
n. noom,m.-2103-431, Appropriate Subjec€ LOCAL SPECIAL V-F-R OPERATIONS IN THE

IMMEDIATE VICD;ITY OF (airport namne) AIR-
PORT ARE AUTHORIZED UN"IL (tine). MAIN.
TAIN SPECIAL V-F-R CONDITIONS.

M lemms.-7210J-431, Appropriate SubjectL

. 472. CUM$ T 8I72. CIM TO '"R
Authorie an aasft to climb to VFR upon Authorise a fixed-wing aircraft

request ff the only weather limitation i m to climb to VFR upon
-tricted visibility, request if the only weather limitation k e

7 Phreab : CtriTted vZEi' ty.
, CLIMB TO V-F-R WITHIN THE CON'TROL ZO"E' ,PAMogI:

WITHiR (a pedfled distann within eontol aone) CLIMB TO V-F-R WITHIN THE CONTrROL ZONE/
MILES FROM (sport name) AIRPORT. MAIN- WITHIN (a specified distance %ithin control zone)
TAIN SPECIAL V-F-R 7 CONDMIONS UNTIL MILES FROM (airport name) AIRPORT, ?ADQ.

S.,REACHING V-F-L TAIN SPECIAL U .F-R CONDITIONS UNTIL
REACHING V.F-.

12



gISTING PROPOSED

4. SEPARATION 473L SEPARATION

Apply approved separation between: Apply approved separation between:
a Special VFR aircraft. a. Special VFR aircrak
b . Special VFR aircraft and IFR aircraf. b. Special VFR aircraft and IFR aircraft.

m fmw.-Approved eparation is that Prescri ed e Nw-Approved sepration Is that prescrn'bedkir 1FR and Speci VrR in iso and v. Radar for IFR and Special VFR in in and R. ldar
vectors are authorized as prescribed in w. (See vectors are authorized as prescaled in "& (See
Paragraph 1.h.) paragraph iu.)

474. ALTITUDE ASSIGNMENT 474. ALTITUDE ASSIGNMENT
Do not assign a fixed altitude --hen apply- Do not assign a fixed altitude when apply.

brg vertical separation, but clear the Special fng vertical separation, but clear the FW/SVFR
VFR aircraft at or below an altitude which is aircraft at or below an altitude which is
at least 500 feet below any conflictng IFR at least 500 feet below any conflicting IFR
Ua.c but not below the minimum Safe alti- traffic but not below the minimum safe alti
tude prewribed in FAR 91.79. tWde prescribed in FAR 91.79.
ad. Nem t.-.Specaai VFR aircrat amr not assigned PA,'soug:
fixed altivles because of the clearance from clouds NIAINTAIN SPECIAL V-F.R CONDITIONS AT ORsquirement. BELOW (altitude).
WL Nme, ,-The minimurn We altituds are (1) 474. t.e I.-Special VFR aircraft are not assigned

ever ongested areas, an altitude at lust 1000 feet fixed altitudes because of the clearance from clouds
above the highest obstac e. and (2) over other t haquirement
eongested areas, an altitude at last 500 feet above 4'7C N te L-The minimum afe altitudes are (1)Lhe mArfiace over eongested areas, an altitude at least 1,0oQ feet
P'C ,. V -CNabove the highest obstacle. and (2) over other thanMAINTAIN SPECIAL V-F-R COtNDIIONS AT OR congested areas an altitude at least 500 feet above
BELOW (altitude). the uura.

47L SPECIAL VFR HEUCOPTER SEPARATION

Control a Special VFR helicopter by Special
VFR procedures unless other procedures are Delete (goes in HSVFR
contained in a Letter of Agreement. s section)
47s amw-Control of WR helicopters is governe
by apiradar or radur procedures and minima. i&75. P mPnz y
47L ineevme.-TERMINAL: Special VFR Heli- lehapproved only if arriving and

departing IFR aircraft are not
476. PRIoRITY delayed.

a. WI'S VFR flights may be approved only s.a. Example 1.-A FW/SVR air-
V arriving and departing IFR aircraft are not cr5sas E enmp le to enterdelayed. Craf hits been cleared to enterth Control Zone and Subsequently
Va a,,* s-A W'S,'FR atva bas been an V71 aircrift is ready to de-
eared to enter the etrol zone and subsequently an part or is in position toIFR aircraft Is mdv to depart or is in position b

an ap"proach. Less overall delay might aecrue begin an arproach. Less overall delay might ar-veto the l ir.raft if "Jw P,'IS\'FR aircraft bs to the ITR aircraft 9 the F\'SVFR aircraft isIlowed t0 fteed to the airport and land, rather aJo-ed to prceevd to the airport and land, rather4Lkave the contral &one or be anpdstioda to than leave the contol zone or be repositioned to

Provide it priority .  roie IFR priority.

13-.: -. - .. I. .. . .- .. --.-. - . - . - * ... \ ... + -+ : - : - ... . .. . . ,. . . , -



EXISTING PROPOSED

i "no," or an emergency exists, issue a dlear.
ame as oon as baffic conditions permit.

b "no." or an emergency exists, issue a lear- d. Authorize scheduled air carrier aircraft
a-. as soon as baMc conditions permit. In the United States to conduct operations if

' ' 'round! rialty Is not kss than % stat

-- Authorize scheduled air carrier dirraftI oe ha.
In the United States to conduct operations if

gvoM Tialility fis not IOUs than % statt i476. d. mas...FAR 121 permits h1nding or takeff

mu. oy domati scheduled air crriers where a bimi
surface micton to visibility i not les thau %

E-tA 1m..-FAR 121 permits knding or take-ff staM e mile, provided auls after takeoff or
by domestic scheduled air crnen where a kW before landing and a ftights beyond 1 statute le

mufc rsriton to visiblty li Dot les Owa % from the airpvrt boundary cn be smmplshod

statute .provided all rm after takeoff w abe or outside the am so mstited. The pilot is
before landing and all ights beyond I statut mile solely responsile for determnirung i thi nature of
from the airport boundary an be aaompLahed the visit" restriction wM permit compianc with
above or outside the area so reubiete 1 Te plot is te prvisiom of FAR 121
solely responible for determining V thi atur oft
-" viIy restrion -iU permt complian e with Cle a n aircraft to fly troug) the cn-
the provisions of FAR 121. trol zone if be reports flight visbaiity is at

a. amr an aircrn~t tob hoghtecn least 1 statzteaie.
trol zone if he reports flig visb lity at
leastIstatute mile. 477. FLIGHT VISIBILITY BELOW

ONE II LE

471L FIGHT VIBILMT BELOW ONE MILE When weather conditions are not
EO O ILofficially reported at an air-

Wben weather conditions are not oiciaDy port and the pilot advises the
reported at an airport and the pilot advi flight visibility is less than
the flight visibility is less than I stats mile 1 statute mile, treat requests
treat requests for Special VFR operations at for FW/SVFR operations at that
that airport by other than helicopten as fal- airport as follows'
Iow a: 477. weot-FAR 91 preswcrie use of oficiafly mo-

oported ground visilty at airports where it i pro.ported round visiblty at Sirporu where i.. pm vi.ed'land ingort ff "nigh v litwbere
vided,'and Landing or tke-off "night visibity" wbe ki b not, as the governing ground visiilty 'Or baskc
ft is not. as the governi.r ground visIity for ba and Special VFR opm'-m.

* am Special NFR Operations.
Inform deprtg air t that a~ a. Inform departing airraft that a clear-

a.f cannot be issed, e cnnot be issued.
bh Inform arrivin aircraft operating out-

h Isiform £-1vfl oaw side of the control zone that a clearnce ca-
aide of the control zone that a oetaranc e can-
not not be issued unless an emergency exists.

a a. Ask an arriving aicraft operating within a Ask an arriving aircraft operating within

a control sons V he can depart 'the cnrl a cntrol zone if be an depart the control
a w it i o tzone with a fight visibility of at least 1 statutee •Sone with a flight Visibility of at least I statut• "-" mile. If the air-e a nnh rot depart the con-•lme. If the aircrat cannot depart the con-

,'.-t. .ol zone accordingly, or an emergency exsts,
.-. o sone accordingly. or an emergency exist, issue a clearance as son as trafc conditions

issue a clearance as oon as traffic conditons emit-

471. RESERVED

14
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EXISTING PROPOSED

470. AUTHORIZATION SECTION 18.

Except where prohibited by FAR 93.113, you
say authorize Special VFR operations in HELICOPTER SPECIAL VFR (ESVFR)

weather conditions less than basic VFR minima
only as follows: 482. AUTHORIZATION

a. Within confrol zones.
a ihn crol zone You may authorize helicopter

LWhen requested by the pilot Special VFR (HSVFR) operations

I. On the basis of weather conditions reported in weather conditions less than

at the airport of intended landing/departure, or basic VFR minima only as follows:

M. Re.,e..--Climb to VFR, 472; Ground Visibli.
1 Uow One Mge, 477. a. Within control zones.

i. When weather conditions are not reported
-at the airport of intended landing, and the pot b. When requested by the pilot.
advises he is unable to maintain VFR andre-
quests pcW: c. On the basis of weather con-

a Doy EO HUHCO-ditions reported at the air-
CLEARED TO ENTER/OUT OF/TIMOUGH CON- port of intended landing/

TROL ,ONE departure, or

(diection) OF (airport name) AIRPORT (spedifed d. When weather conditions
roug are not reported at the

NATAnSPECLLV-F-RcONDrrloNSW1IE airport of intended land-
MI CONTROL ZONE. ing, and the pilot advises

he is unable to maintain

VFR and requests HSVFR.

482. d. NOTE 1. -FAR 91 does noc
prohibit HSVFR flights when vi-
sibility is less than 1 mile; h. -

ever, helicopter must remain cle
of clouds at all times.

4 . t.-Far 91 does not prohibit helicopter
BpecW VTR Lgh~s when vbiriy i, ies than I 482.d. NOTE 2. -FAR 91. 105 (e)
i. R wstates: "No person may operate

an aircraft (other than a heli-
copter) in a control zone under
the special weather minimums of

this section, between sunset and

sunrise (or in Alaska when the

sun is more than 6 degrees belo-,,
the horizon) unless:

(1) That person meets the ap-
plicable requirements for
instrument flight under
Part 61 of this chapter;
and

(2) The aircraft is equipped
as required in paragraph.

91.33 (d)".



EXISTING PROPOSED

482.d. NOTE 3 -FAR 91.107 (b)
states: 'No person may operate
an aircraft in a control zone
uider VFR conditions except
clear of clouds."

482.d. NOTE 4 -FAR 91.105 (b)
states: "When the visibility is
less than one mile, a helicopter
may be operated outside controlled
airspace at 1,200 feet or less
above the surface if operated at
a speed that allows the pilot ade-
quate opportunity to see any air
traffic or other obstruction in

time to avoid collision."

Phraseology:

CLEARED TO ENTER/OUT OF/THROG1H
CONTROL ZONE and, if required
(direction) OF (airport name)
AIRPORT (specified routing) and

MAINTAIN HELICOPTER SPECIAL V-F-R
CONDITIONS WHILE IN CONTROL ZONE.

472. CLIMB TO VFR 483. CLIMB TO VFR
Authorize an &L-craft to climb to VFR upon

request if the only weather linitation jre- Authorize a helicopter to climb
, sfricted v iaity. to VFR upon request if the only

PAMMOZO: weather limitation is restricted
CLIMB TO V.F-R WrTIN THE CONTROL ZONE/ visibility.
%TTHD4 (a specified dstance within control zone)
MILES FROM (airport narne) AIRPORT, MAIN- Phraseology:
TAIN SPECIAL "V-F-R CONDITIONS UNTIL
REACHING V-FCLIMB TO V-F-R WITHIN THE CONTROL

ZONE/WITHIN (a specified distance
within control zone) MILES FROM (air-
port name) AIRPORT, MAINTAIN HELI-
COPTER SPECIAL V-F-R CONDITIONS
UNTIL REACHING V-F-R.

484. ALTITUDE ASSIGNN T

4M3. SEPARATION Do not assign a fixed altitude
when applying vertical separation,Apply approved separation between:bu cla te S Rai rat t" /" but clear the HSVFR aircraft at

a. Special VFR aircraf. or below an altitude which is at
b. Special VFR aircraft and IFR aircraft least 500 feet below any conrlict-

., ,,.w-Approvd seramtioa I that presibW Lng sFR altitude.
f' IFRahd Special VFR i u nd4. Radar
, -n ctoi m utharW am prowad in a (Sa
Pararaph I.h.)

16



EXISTING PROPOSED

Phzaseoloiv

)4AfNTAV? UELCOPTER SECIAL VPR CONDITIONS

AT OR ZEthW (altitude)

47& PRIORITY 485. PRIORITY

a. FWSR flights may be approved onla. {SVFR fllghts may be approved
U arriing and departng IFR ai aro only if arriving and departing
delayed tFR aircraft are not delayed.

4a& Snsm t-A rWISVTR uirel has been 4i85.a. 3xaple 1.-A MS'M R air-
earedto enter the n &or*nd Vea n craft has been cleared to enter

WR a t i ready to depr or Is in pst.n to the control sone and subsequently
begin an approach. Less overall delay might swue

te IwFR aircra~f f Owe TrlSVFR simuf s~ an V R aircraft in ready to de-
tBaosd to procee to the airpon and land, rther part or In in position to begin

thon Jove d ,trol ae. or I* rep.ood to an approach. Less overall delay
pide WR priork, might accrue to the IFR aircraft

If the KSVTR aircraft in allowed
Page 1SA to proceed to the airport and

land@ rather than leave the con-
trol sone or be repositioned to

1140. APPLICATION provide IR priority.
Control a Special VFR helicopter by visual
PMpraton or special VFR procedures unless 486. APPLICATION

1=1 procedures are contained in a Letter of
AgemenL Control a Special VFR helicopter

by visual separation or by appli-
cation of the Special VFR separa-
tion standards listed in part 487
below. At locations vhere the
volume or complexity of helicopter
traffic varrants, a Letter to Air-
men, (see Manual 7210.3E) shall
specify the local Special VFR
routes, procedures, visual refer-
ences, reporting points, holding
points, and helicopter traffic
patterns necessary to assure
separation.

1140. Note - Control of IFR
helicopters is governed by IFR
or radar procedures and minima.

17 - .. . ' ,K -. -, . __.. . . ._-. , __., . _._ _ ._ _._.._,. ,...__.



1141. LOCAL PROCEDURES Q17. HSVFR SEPARATION STANDlARDS
At locaLions where the volume or complex. a. Between special VFR helicopters-] mile.

ity of helicopter operations warrants, a Letter Yumy oeeuegoe fte r e
of Agreement shall specify that special VTR parting simultaneously on diverging courses
becopters are required to maa.tain viua W yo can determine this minimum by ref-

S..reference totesurface and the traffic pat- wence to Lb surface markings or you instruct
terns, routes and reporting or holding fixeoseana iattofrtfo teohr
necessary to achieve separation, in accordance
with the following minima:

a. Between special VFR helicopters-I wuik.~*:.:::
* ~You may, however, use goo feet if they are de-~w::..

parting simultaneously on diverging courses
and you can determine this minimum by ref-
erence to the surface mrkings or you instruct
one to remain at least goo fedt from the other...........

487........~.

. ...... ....

*lmi..:........ ...... /.....

..... X .

1141.1 n. nil.

... . ....

....... 87 s

....... .. F *.*.:18



XXI ST N ~PROPOSED

Page -(487 continued)
k. Between an arriving Special heflW. b. Astvaen an arriving Special VFR

empter and an ariving fixed wing IFR sk. helicopter and an arriving IFR
wft eecutnga traight-in approach. aircraft executing a straight-in ap-

(1) I the fixed wing aircraft is les tha proach:
lImilt from the landing threshold-%A Wk. (1) If the inlaircraft Is less than

1 aile from the landing threshold -
S.~. Mile.

.. ... ...... (2) If the IFR aircraft is 1 mile or
more from the landing threshold 1
miles.

.. ... ...

.... ....

(2. I ete An rigfxed wing F aircrf* ~
ri uoeiftrom th irc ding r horeash d

...oac Betee an arriving LFRia VFK huh

-E 7 . . ..

............................ 2miles
1~~ )ea.M



EX-ISTING PROPOSED
Page 152 -___

d. B,~W~fl d~prtin nx~s ~ :r~d. Between a departing IFR air
craf~nda~eciaVFIblR air.. craft and a Special VFR helicopter:

(1) If the fixed wing aireijtft is3e IVan13 (1) If the Iii. aircraft is less
% Mile beyond the runway Cfld-Vb,;niIZ than 1 mile beyond the runway end-

mile.

4.,

I.C21

1141.CIJu~usau~u(2) If it is 1 mile or more beyond

(2) If It is %/ mile or more beyond the terna n- mls
runway end--milga.

....... ....

-* e. Between a departing Special VFR
.4 I1A'M U0vbMt helicopter and a departing IFR air-

e. Between a departing Special VFR crsft- mile, if courses diverge
helicopter and a departing fixed wing IFR air- after takeoff.
craft-%~ mile. if cussdiverge after ael

1541. ~20



EXISTING PROPOSED

page *152

f. Between an arriving IFR air-
craft and a Special VFR helicopter-
sufficient separation to assure that

L Bet-ween an arrvng flxed ving 1F I the helicopter Is on a divergingcourse before the arriving aircraft
caft and a Special N'YR hlcopttr-sufficient is 1 mile from the airport.
separation to assure th~at the helicopter takes off
on a diverging course before the arriving air-
craft is j mile from the airport...... ..

1142-1119 RESERVEDe

1140.f. NOTE -Some helicopter flights
will be in a direction which has to
cross the active runway. Such flights
must be across the runway and on a di-
verging course before the arriving IFR
aircraft is one mile from the airport.

21
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487. d. (1)

* ~~487.b. (1) - . *-

49.......................... ....... r
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SUMMARY OF

RECOMMENDED SEPARATION MINIMA

IN NAUTICAL MILES

FOR VARIOUS AIRCRAFT COMBINATIONS

INVOLVING HSVFR HELICOPTERS

- AIRCRAFT - 4 HSVFR HELICOPTER

COMBI NATIONS
DEPARTURE ARRIVAL

I i 
l

DEPARTURE 1
*200 ft.

" LJ ARRIVAL 1

<1 NM
BEYOND * 1/2 1/2

S RUNWAY
w 1 NM

S BEYOND" 1-1/, or /,.-
RUlNdAY

6-7 FROI 1-1/2, or 1/2*
o RUNWAY 1/2

:k FROM *1 1-1/2
RUNWAY

CIRCLI14G APPROACH 1-1/2 1-1/2

* DIVERGING COURSES ONLY

23



EXISTING PROPOSED

Page 120 822. (no change)

Unless a pilot concurs in the use of a lower
speed, use the following minima:

a. To aircraft operating between FL 280
and 10,000 feet, a speed not less than 250 knots.

b. To turbojet aircraft operating below
30,000 feet:

"() A speed not less than 220 knots, ex-
cept:

(2) Within 20 miles of the airport of
Intended landing, a speed not less than 170
knots.

-. Propeller aircraft within 20 miles of the
aiport of intended landing, a speed not less
tLan 150 knots.

4L Depatres, a speed not les than 230
knots.

(insert) -. . Helicopters flying on instru-
ments, a speed not less than 60
knots.

822.e. NOTE -Relatively few types cf
helicopters are certificated for IFR
flight at airspeeds below 60 knots, due
to control stability problems at lower
speeds. Once in the clear, with outside

visual reference to the surface, pilots
can slow to lower speeds as necessary.

RATIONALE: See Note 822.e.

, SOURCE: HAI Working Group

24
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EXISTING PROPOSED

Page 128

g. STOL RUNWAYS 962. STOL RUIWAYS

Use STOL runways as fllows: Use STOL runways as follows i
& A designated STOL runway may be &. a. A designated STOL runway may be

ugned only when requested by the pilot or as assigned to a fixed-wing aircraft
specified in a Letter of ASreement %ith an only when requested by the pilot
airorat operator. or as specified in a Letter of

Agreement with an aircraft operator.
bA designated STOL runway may be
assigned to a helicopter at any time.

b. Issue the measured STOL runway kngth t. Issue the measured STOL runway
U he pnot requests it length if the pilot requests it.

962. NOTE -Even though helicopters do not
normally require the use .of a runway, there
is no reason to prohibit them from using a
STOL runway because of its limited dimen-
sions.

RATIONALE: See Note 962.

SOLTCE: HAI Working Group

25
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gXISTING PROPOSED

Page 129
SL TAXI INFORMdATION 972 TAXI INFORMATION
Wn2.FOR HELICOPTERS

When taxi information is required
1OigasWOAtencn ise d es tofrFR~EIOTRudowing. a ppropriate, concise and efor fixed wing aircraft, issue the

CudIVtuid tArm following, as appropriate, in concise

."a. Route for the aircraft to follow on the and easy to understand terms:

movement ara.
ona. vam.-Movement of ai-aft whin loading. a. Route for the aircraft to follow on the

mw&itenwu, or parking areas is the responsibility of movement area.
the pilot, a-u t operator, or airport ma et. I N..-Movement of aircraft within loading,

mantenanc, or prkig areas is the responsibility ofPk/wwo : the POircraft oprator, or airport manaement

TAMI:
VIA (route) o ON (runway number or taxlway, etc.) Ph( sw .
TO (location) or (direction) r ACROSS RUNWAY TAXI:

(runway numberl VIA (route) or ON (runway number or taxiway, etc.), C0'TINIU TAXIV G: or TO Oocaton) or (directin) or ACROSS RUNWAY
'."VIA (route) or ON (runwray number or taxiway, etc.) (runway number).

,r (direction) CONTINUE TAXIING-Bni I'a.Lgamlo,-- VIA (route) or 0,N (runway number or taidwty, etr.)
"%mr right at firs ntersctin." ") strbt or' (directon).

ahead to and of runway. then turn It& " Brn& Eah"0-

h. Instruction to hold and tr"afc i'formattion "Purn right at first intersecion." "Taxi staigbtSInasruecaiy. tahead to end of runway, then turn left-"

hor2 uo.e.-W en authorizing an aircraft to "taxi b. Instructions to hold and traffic information
to" an assigned takeoff runway, the absence of as necessay.
holding instructions authorizes the aircraft to "cross" smL Mote.-When authorizing an aircraft to "taxi
all runways which the taxi route intersects except the to" an signed takeoff runway, the absence of
uai., ned takevif runway. It does not indude holding instructions authorizes the aircraft to "cross"
authorization to "taxi onto" or "cross" the assigned 111 runways which the taxi route intersecmts except the
takeoff runway at any point. In absence of holding assigned takeoff runway. It does not include
instructions, a clearance to "taxi to" any point other authorizaSon to "taxi onto" or "'cross" the assigned
tha in assigned takeoff runway, is a clearance to takeoff runway at any point. In absence of holding
cross all taxiways and runways that intersect the taxi instructons, a clearance to "taxi to" any'point other
route to that point. than assigned takeoff runway. is a clearance to
PArswy: cross all taxiways and runways that intersect the taxi
HOLD: route to that point.
SHORT OF (locaton), or ON (tad strip, run-up pad, Ph =solm.,
etc. I and Vfnearr TRAFFIC (ura.ic information), HOLD,~
er FOR (reaon SHORT OF (location). or ON (taxi strip, run-up pad,

.J' •& Instructions to expedite a taxiing aicrab f etc.), and frne esa TRAFFIC (traLc formaton),

phruuogawy or FOR (reason),
TAXI WITHOUT DELAY (trac i noaryX c. Instructions to expedite a taxiing aircraft.

TAXI WrTHOUT DELAY (traffic If necesay).

,'%

'.Z
*"'1
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EXISTING PROPOSED

Page 129 972.d. When necessary to clear a heli-

copter to ground taxi using wheels, issue
instructions using the phraseology in
paragraphs a, b, or c above. For heli-
copters with skid-type landing gear, use

paragraph e. below.

972.d. NOTE 1. - Ground taxi uses less
fuel and minimizes air turbulence. How-
ever, under certain conditions, such as
rough/soft/uneven terrain, it may become
necessary for a helicopter to air taxi

for safety reasons.

972.e. NOTE 2. - The downwash of a hover-
ing helicopter generates strong surface
velocities out to a radius of 3 times the
rotor diameter. Where possible, this much
clearance should be kept between the hov-
ering helicopter and parked light aircraft.

Helicopters with articulated rotor blades
(usually 3 or more blades) are subject to
ground resonance and may, on rare occa-

sions, suddenly lift off the ground to
avoid damage.

972.e. When necessary to clear a helicop-
ter to proceed from one point to another
via flight at or below 100 feet AGL, use
the appropriate phraseology as follows:

V

Phraseology:

AIR TAXI
VIA (direct or route prescribed)
TO (location, heliport, helipad,

movement/operating areas,
inactive/active runway)

CAUTION (wake turbulence, construc-
tion equipment)

LAND AND CONTACT TOWER OR HOLD FOR
(reason, landing/taxiing aircraft,
release, clearance to cross run-
way, etc.)

972.e. NOTE 1. - The term AIR TAXI auth-
orizes a helicopter to be operated at a
speed determined to be safe by the pilot
and at an altitude of not more than 100
feet AGL. However, other factors such
as snow or blowing dust may cause the
pilot to request to air-taxi at a higher
altitude. Approval would be based on
traffic conditions at the time.

1 -.. ..7 *
, .-' '' '-' " ..- - . •,.. . ' .., .- v .- .... -...................... .... ... . . .•....



EXISTING PROPOSED
Page 130

975. Taxi information for single
piloted helicopters -- Issue
taxi information to helicopters
as in 972 above and if the heli-
copter requires no further taxi
instructions, instruct the pilot
to monitor/contact tower on the
appropriate frequency.
975. NOTE.-This procedure enables
a single pilot to set his radio
before liftoff and thereby avoid
having to land before changing
to the tower frequency.
975. Reference - 7110.653 36
976-979. RESERVED

SOURCE: FAA &AT-320
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996. TAKEOFF CLEARANCE FOR
HELICOPTERS

"S. TAKEOFF CLEARANCE A. Issue takeoff clearance for heli-

Isse taf copter, from any point on the airport
which is not prohibited from such

Phiog: use, provided the helicopter is visi-
CLEARED FOR TAKEOFF. ble from the tower. Obtain prior

oft Ns,7-'wb erd& be can- approval of the ground controller
sideredy for takeoff when they ch & rumy, when the takeoff point is other
unks they advise otherwise. than an active runway, heliport,

USAUSAFIUSN: Issue sur wind and helipad, or designated helicopter
takeoff clearance to akcmft, departure area.

996.a. NOTE 1 - Whenever possible
issue takeoff clearance in lieu of

sexterded ground or air taxi oper-
ations. Helicopters which do not
request the use of a runway should
not be forced to delay until a take-
off runway is available, if other
conditions would permit them to
take off on a course which diverges
from other traffic.

996.a. NOTE 2 - Most helicopter
pilots will not prefer to take off
downwind if the wind velocity ex-
ceeds 5 knots.

Phraseology:

WIND (surface wind in direction and velocity). WIND (direction and velocity)
CLEARED FOR TAKEOFF. -- AIR TAXI TO (point on airport)
"S. CANCELLATION OF TAKEOFF CLEARANCE H
Cancel a previously issued clearance for HOLD SHORT OF (runway, taxiway,

takeoff and informapron, or other point) ,(Code name of route if specified
circumstances require. in Letter to Airmen)
Pkhreolo CLEARED FOR TAKEOFF
CANCEL TAKEOFF CLEARANCE (reason).
"7-1009. RESERVED b. Issue takeoff approval when a

helicopter requests takeoff clear-
ance from:

(1) An area not visible from
the tower.

(2) An unlighted area at nigh.

Phraseology:

I NOT IN SIGHT. DEPARTURE AS REQUESTE.

APPROVED. (wind direction and veloc-

ity, if required)

997. (Renumber existing paragraph
996.
998 - 1009 RESERVED (Renumber)

29
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SEXISTNG PROPOSED
Page l35
1020. LA:tDI:!G CLEAfmi%CE - -Renumber to 1020.a)

Issue landing cleance. ResLtte the lanrding
runway whenever there is a possibility of a 1020.b. Issue landing clearanceconflict with another aircraft which is using for helicopters, to any point on

or is planning to use another runway. the airport which is not prohib-
p....""Pi. P: ited for such use, provided the
CLEARED TO LAND landing point is visible from

or the tower. Obtain prior approval
CLEARED TO LAND RUNWAY (do.inator). of Ground Controller when land-

(insert) ing point will be other than
USA/USAF/USN active runway. Include wind

Issue surface wind and landing clearance, direction and velocity if land-
Restate the landing runway whenever there is ing will be made downwind.
a possibility of a conflict with another aircraft
which is using or is planning to usc another Phraseology8
runway.
PAMT.c&10~YY: 1020-c. Issue landing approval when a
WIND (surfRace wind direction and velocity), helicopter requests landing on:

CLFAIED TO LAND (1) An area not visible from the tower.
r (2) An unlighted area at night.

WIND surface wind dircetion and velocity),
CLEARED TO LA.ND RUNWAY (dc!qgnatnr). Phraseology:

1021. L1.:!2;wG CLEAn %,,,CE VIT-IOUT VISUAL CLEARED TO LAND (requested landing point)

OBSERVATION REQUESTED LANDING AREA NOT VISIBLE." "" LADING AS REQUESTED APPROVED.

When an arriving aircraft reports at a posi-
tion where he should be seen but has not been 1020.c. NOTE. -Helicopters do not ne-
visually observed, advise the aircraft as a part cessarily require a runway for landing.
of the landing clearance that it is not in sight It is usually advantageous to separate
and restate the landing runway, helicopter and fixed-wing traffic on

diffekent flight paths. Landing as
close as practicable to final destina-
tion on airport saves time and fuel
for helicopters.

SOURCE: FAA AAT-320
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Pace 137
"126. CLOSED TRAFFIC 1027. HELICOPTER CLOSED TRAFFIC

Approve/disapprove pilot requests to i-
man in closed traffic for uccessive operations a. Approve helicopter closed traf-
subject to local traffic conditions. fic operations based on takeoff/
p .l landing points other than active
LEFTVRIGHT (if required) CLOSED TRAFFIC runways, when use of runways is not
APPROVED. REPORT(positionifrequired) desirable due to traffic volume or
o " noise considerations,

UNABLE CLOSED TRAFFIC (additional informa-
tion as required).

b. Issue sufficient instructions
to avoid interference between traf-
fic pattern operations and other
traffic movements.

c. Control, restrict, or cancel
(insert) operations in helicopter traffic

pattern in order to prevent delays
to itinerant traffic.

d. Instruct pilots using the heli-
copter traffic pattern to maintain
visual separation from other heli-
copters operating in the same pat-
tern.

1027. NOTE. - 11ost helicopter
cockpits are configured for the
pilot to occupy the right seat.
This factor makes the use of right-
hand pAtterns preferable in the in-
terests of cockpit visibility.

1027-1039. RESERVED 1028-1039 RESERVED (renumbered

TATIONALEi There is a need to establish
procedures for helicopter operations in
closed patterns, and to clarify why right
hand patterns are preferable for most
helicopters.

SOURCE: FAA AAT-320
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EXISTlNC PROPOSED

P. 9  i~7110-6 g Clio I
- ~ 4 1 1 18

Section 21. STAGE III SERVICE

1232. SEPARATION
12UL Not$ L-StAge III se~aration and sequencing

A for VFR aircaft is dependent upon radar. Whena
radar outage occurs. efforts shouid be made to
segregate VFR traffic from the IFR traffic flow.

a. Visual separation, au specified in 490., 706,.-
and 1262.-
1222A. NetS -The provision., of 796.c45S) ane ap
placable to Stage III operations.
121Ue. PRetervace.-Glossary (Visual Separation).

b. 500 feet vertical separation between '(FR
aircraft and between a '(FR and an IFR air.

craft. NVIG.-S0o fee verticl separation sWa not
be applied below a heavy jet.
129. eeme.Mnia 1420.

& Wthi 15mils o th raar ntenac. Within 15 miles of the
se.aWithico1pties ofd Cthegordr andnna radar antenna, separate fixed-

sepRarraft eliopmr: n aegr n wing Category I and II aircraf t
VYR ircrft fom:from:

1212&. Note -This procedure DOES NOT apply be (1) Other Category I and II fixed-
t veen IFR aica--* wing VFR/IFR aircraft by a minimum
129U*. Refsponce.-Aircraft Categories, 1110.a. Note- of 1-1/2 miles.

(1) Other Category I or 17 VFRJIFR (2) Category III fixed-wing VTRL/IFR
sircraft by aminimum of j% 7wes. aircraft by a minimum of 1-1/2

(2) Category 1UI VFR.IIFR aircraft by miles only when the aircraft are
11h miWe only when both aircraft are on onl noflconverg..ng courses.
parallel courses. d. Within 15 miles of the

radar antenna, separate helicopters
from fixed-wing VTR/IFR aircraft by
a minimum of 1-1/2 miles except as
specified uinder paragraph 487 of
this manual.

RATION~ALE:

1282.c. (2) There appears to be no reason why courses must be parallel

as long a~s they are not converging.

1282-d. The high maneuverability and relatively low speed of helicopters

greatly reduces any need for them to stay 3 miles away from a Category III

V aircraft just because their courses are converging; a 1-1/2 mile minimum

appears ample.

SOURCE: FAA AAT-320
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REC(J*~!2NDfl CHANCMS REQUIRING

FURTHER STUDY AND FLIGHT TESTS

The following is a list of items which shouild be given further study

and validation by flight testing, prior to 1ipleentation.

Page L?, Para 237, ALTITUDES FOR~ DUAL ROUTES: In busy helicopter

operating areas (primarily offshore), using area navigation with laterally

offs~t parallel routes, it may be advantageous to put opposite-direction

routes at the sar~e altitude, with crossing routes at the next level.

4"

KAT:O1MALF: Helicrntpr altitudes are o'ter. lim'iter' -v icinr, or traffic

considerations. ApT licatio, or the dual-route intersection conc-rt sh-own

aboe hold iml-v AT iwork'?load in -n-iny cases, by prc:,cludinr conflJ ctions

of crossing traffic as well As opposite-d~rection traffic. For exa'P'.. a

* northbound Aircraft would not be concerned with southbixand, east~ounre, or

* wostbound traffic, h-it or'r. vith overtaking or rfrginF with other Tiorthbound

traffic. Actually t~ip r'qitps couild cross at any angle ind still be completely

inderandent, in all four directions of traffic flow.

SOURCE: 3AI Workintg '3roup
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Page 53, Para 294, OTHFR NAVIGATICN SYSTEKS: The Handbook needs to

address appropriate separation standards for aircraft using Loran C and

perhaps other forms of navigation such as VLF/Omega and eventually

Navstar OPS.

RATIONALE: Adequate VCP/T/IE coverage at helicopter operating altitudes

does not exist in much of the offshore airspace and in many parts of the

country. It is exnected that the use of other types of navigation by 'FR

helicopters will contirnue to increase.

S ." SDUR2E: HAl Working Group
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Page 113, Para 791, FINAL APPROACH INTERCEPTION: The specified

combinations of maximum final approach interception angles and minimum turn-on

distances are not necessarily appropriate to helicopters with approach speeds

in the neighborhood of 60 knots.

RATIONALE: To save flight time, fuel, and airspace in the terminal

area, helicopters should be allowed to make shorter approaches. This would

also tend to increase capacity by reducing the length of the common path

where helicopters have to use the same ILS as other aircraft. For any

length of final approach, a slower approach speed gives the pilot more time

to get stabilized on the localizer course and on the glide slope. Obviously

the final approach must still be long enough to allow the pilot to intercept

it from the lower side. With a much smaller turning radius the helicopter

requires less anticipation to intercept the localizer course; therefore it

appears that larger interception angles should still be satisfactory.

SOURCE: HAI Working Group

'V
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EXISTING PROPOSED

*Page 38

222. MINIMA BETWEEN ALTITUDES c. In offshore operations,
helicopters at or below

Separate IFR aircraft by assigning 3000 MSL and equipped with
different altitudes using the following radio altimeters may, with
minima between altitudes: pilot concurrence, be

separated by a minimur of
a. Up to and including FL 290 - 1,000 feet. 500 feet.

b. Above FL 290 - 2,000 feet.

RATIONALE. The use of a non-barometric reference and the absence of terrain
obstructions should make this a safe procedure, very useful because of the
relatively low range of operating altitudes.

SOURCE: HAI Working Group
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EXISTING PROPOSED

Page 48"

273. SEPARATION BY PILOTS (add to existing sentence)

When pilots of aircraft on the ; except when the succeeding
same course in direct radio com- aircraft maintains a speed which
munication with each other concur, is no faster than the precedingyou may authorize the following aircraft, and does not exceed 120
aircraft to maintain longitudinal knots, a minimum of 10 miles DME
separation of 10 minutes; or 20 separation may be used.
miles if they are using D ME.

Phraseology:

MAINTAIN AT LEAST ONE ZERO MIN"UTES/
TWO ZERO MILES SEPARATION FROM
(Ident).

RATIONALE. The use of 20 miles DME separation produces excessively long
intervals between low-speed aircraft, resulting in very low route capacity.
The use of 10 miles separation appears generous under the conditions specified
above.

SOURCE: HAI Working Group
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EXISTING PROPOSED

Page 213

1710. LONGITUDINA SEPAPAIION (add to existing sentence)

a. Separate aircraft at any ; or when the succeeding aircraft
altitude using DME by a minimum of maintains a speed no faster than
20 miles except that 10 miles may be the leading aircraft, and this
used when the leading aircraft main- speed does not exceed 130 knots.
tains a speed at least 40 knots fagter
than the succeeding aircraft.

RATIONALE. The use of 10 miles separation appears safe under the conditions
specified (see also proposed paragraph 273).

SOURCE: HAI Working Group
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APPENDIX

Much effort was spent in collecting and coordinating the material for

the recomended changes to the ATC Handbook. Copies of pertinent correspondence

and related material are provided in the following section, as an Appendix

to this report.
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HIELICOPTrIft ASS9OClAi "ON d x w

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

November 14, 1980

Memorandum No. 2

TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A. Gilbert

HAA Program Manager

1. Enclosed herewith is a paper prepared by the PATCO member of the
FAA's Air Traffic Procedures Advisory Committee (ATPAC). (I am a member
of this Committee in representation of the HAA.)

2. It would be very useful if members of the Working Group would
- give this presentation consideration in their review of 7110.65B per my

Memorandum No. 1.

3. Also enclosed for your information is the time/phase plan for the
conduct of our ATC study as outlined in my Memorandum No. 1.

J.4
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STAGE III RADAR SERVICE

Many of you are aware of the ongoing controversy concerning

the application of Stage III separation to aircraft operating in

the VFR traffic pattern at airports where the pattern lies within

Terminal Radar Service Area (TRSA) airspace. For those of you

who are not familiar with this controversy, here is some back-

ground.

FAA's ATC Operations and Procedures Division (AAT-300) be-

came aware last year of a lack of standardization in this area.

Nearly a year aco, FAA Washington sent a team into the field to

observe Stage III operations and make recommendations for stan-

dardization. Their primary area of interest was to establish

whether separation was being provided to VFR aircraft in a closed

traffic pattern.

They found that a few facilities were actually providing

this so-called service through radar vectoring, sequencing or

separation of aircraft each trip around the pattern. Many facil-

ities felt they were providing separation through the use of

visual separation. When queried, it turned out that most, if

not all, of them were relying on controller applied visual

(7110.65B, para. 490a (1) and (2)). They were actually applying

para. 980 and/or 906.

The Air Traffic Procedures Advisory Commuittee (ATPAC), a

national level committee with representatives of fourteen avaiation

iAterest groups, including PATCO, discussed the subject in depth

A3
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STAGE III RADAR SERVICE PAGE 2

last April. 11hat resulted was a unanimous recommendation that

"FAA consider VFR aircraft operating in the closed traffic pattern

... as non-participating aircraft". It is significant that all

committee members concurred in this PATCO proposal including

representatives of every aspect of general, military and commercial

aviation.

At the July ATPAC meeting, FAA rejected the recommendation,

reemphasizing their position that all aircraft operating in TRSA

airspace shall be separated unless the pilot specifically declines

the service. That includes pattern traffic, regardless of whether

aircraft are radar identified.

I strongly suggest that controllers at affected locations

carefully reevaluate the procedures they use to "separate" VFR

pattern traffic. Review the options available in 7110.65B. These

options are:

1) Radar separation - para. 1282

This separation, if used, must be provided

on a fully certified radar system, not sim-

* ply a certified BRITE indicator, by a cert-

ified radar controller.

2) Non-radar separation - Chapter 3, Sections

3, 6 and 7

This is completely unrealistic if you have

more than one aircraft in your airspace.

3) Visual separation - para. 490

* Consider this option carefully! If the

A4



STAGE III RkDAP SERVICE PAGE 3

pilots involved accept responsibilit-:

under the provisions of 490a (1) and (3)

all is well, bearing in mind that the

pilot must see and maintain visual sep-

aration from all aircraft within 1 miles

if all are CAT I or II, or 3 miles if any

are CAT III. NOTE: If the controller

elects to assume responsibility for vis-

ual separation (para. 490 a (1) and (2)),

be aware that if, at any time, for any

reason, you lose sight of any aircraft

involved, you may have had a system error.

This could occur with aircraft on extended

downwind pattern segments behind the tower,

aircraft lost in haze, or controller atten-

tion simzl'. diverted by other duties. Also

pay close attention to the restrictions on

use of visual separation between successive

departures. The concept of the BRITE as

an "extention of the eyeballs" is not a

substitute for "eyeball contact" for the

purpose of applying visual separation.

Regardless of the type separation applied, the controller

responsible must have specific airspace in which to conduct the

operation as well as the ability to assure that his aircraft re-

main the required distance from the boundary.

A5
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STAGE III RADAR SERVICE PAGE 4

Having grappled with this dilemma for nearly a year, we n-,'

7.0 concluded that the only way to conduct these operatiJons in ac-

cordance with FAA's stated position is by application of radar

separation. This will normally require the aircraft to go to

departure/arrival radar for sequencing and separation.

The impact this will have on the system at many locations

is readily discernable. It seems peculiar that the FAA appar-

ently doesn't share PATCO's concern. The increased delays to

both VFR and IFR traffic could result in any of the following

situations:

1) Disgruntled pilots could habitually decline

Stage III service not only in the pattern,

but throughout the system, thereby derogating

the effectiveness of the TRSA program.

2) The FAA could modify TRSAs to exclude airport

traffic areas or portions thereof, reducing

the service to itinerant Staae III traffic,

thereby derogating air safety.

3) FAA could eventually realize the validity of

the ATPAC position and take actions commen-

surate with the suggestions of the Committee.

A6

:-'~~~~~~~~~~~~~~~~~~~~.-....-. .... .-......... .,-."-.-..-'.-....-......'...... ... '...-- ........- , ..



I 00

z oo b

* 0

0u

6. U
4: :

*~c cm ~

4, 0~Q -



,~ *,

A

%

This page left intentionally blank.

:

? .

I'..-

A8

qh*~

-p



HZLICOPZR ASSOCIATON

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

November 14, 1980

Memorandum No. 3

TO: HAA HELICOPTER ATC STUDY WORKING GROUP

SFROM: Glen A. Gilbert
HAA Program Manager

1. Enclosed herewith for your information is an FAA Proposed
Revision to FAAH 7110. 65B, 7210. 3E P/C Glossary and Airrnans In-
formation Manual.

2. I would appreciate it if all members of the Working Group would
review this material and let me have any comments no later than Dec-
erber 5.

3. Pilot members will find the enclosure particularly useful in
preparing their recommendations on 7110. 65B, inasmuch as this is the
format (from page 7 on) that we will follow in our study (i. e. , Paragraph
Number, Old, New, Rationale).

4. Don't forget that the target date for the first cut at the para-
graph bv, paragraph revier,, is December 15 (see item 5, my Mernoran-
durn No. 1).

n3:m d
En C
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DEPARTMENT OF TRANSPORTATION
FEDERAL AVIATION ADMINISTRATION

DAE 'WA5sHINGT:, D.C. 2CA91

i:""swur Proposed Rev'sion to FAAH 7110.655, 7210.3E, P/C Glossary
.and Aianh Information Manual (AAT-330-80-11)

P~oM Acting Chief, En Route Operations and Procedures Branch, AAT-330

-o See Distribution List

I. PA.AGRAPH NIfEER A.V TITLE:

P/C Glossary

IFR Over the Top
VFR Over the Top

-" VFR Conditions

VFR On Top/VFR Conditions on Top

AIRP_!AYS INFOR'xATICN MANUAL (AIM):

266. --------- IFR Clearance with VFR Restrictions
271. IFR Separation Standards
298.e. VFR Operations on IFR Flight Plan
341.,. Position Reporting
342. - - -Additional Reports
346. Operation in Restricted Airspace

FAA 7110.65B

58. VFR Conditions-on-Top
182. Positive Control Area Restrictions
420 --- Clearance
491 ----------- VFR Conditions
492. VTR on Top
493. ------ Altitude for Direction of Flight
630. VFR Operations
794. Arrival Instructions

1461. Avoidance
1713. Visual Separation and V R

FAA 7210.3E:

622. - -- High Altitude Inspections

II. BACRGROtUNT/RATIONALE:

A review of FAAH 7110.65B, paragraph 491 (VFR CONZITIONS) and 492
(VFR ON TOP), has revealed some ambiguities and a potential for
confusion in the application of the two paragraphs. In this

Al0
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proposal, we have attempted to clarify intent by revising 7110.63B, 491,

492 and the AIM so that tbe procedural application and the information
in the AIM viii ansver the following questions:

lQ. May a clearance to operate "Vr ON TOP" or WVFR" be issued
when the pilot does not specifically request the clearance?

A. A clearance to operate VF ON TOP" shall not be
issued unless the pilot specifically requests it.
A clearance to operate in "V7R CONDITIONS" may be
issued vithout a pilot request, but only if one of
the following conditions exists;

a. A terminal facility determines that there
will be noise abatement benefits where
part of the hFR departure route does not
conform vith an FAA approved noise abate-
ment route or altitude.

b. A pilot has requested a practice instrument
approach from a terminal facility and he is
not on an IFR flight plan.

2Q. Should a "ViR ON TOP" clearance be issued when there is no
obscuring meteorological formation (i.e., clouds, smoke,
haze, etc.)?

A. No. This clearance should only be issued when a
pilot desires to operate in VFR conditions above
some kind of obscuration. However, this is a
pilot determination and a controller should not
question it. Even when the controller is sure
that the weather is "clear and fifty", be should
still honor a pilot's request to operate "VFR
ON TOP." We have attempted to indicate in the
AIM that pilots should request "VFR ON TOP" only
when they are actually on top of a meteorological
formation or when they desire to climb through a
meteorological formation and then either maintain
VTR ON TOP or cancel their IFR flight plan.
Otherwise, pilots should fulfill their desire to
operate in VFI conditions by specifically request-
ing a clearance to operate in "VFR CONDITIONS"
instead of "VFR ON TOP." Hovever, we reiterate
that this is a pilot determination and it should
not be questioned by controllers.

3Q. Kay a pilot operate "'VFR ON TOP"

a. Between layers or;

b. Below a layer?

All
p - - .I.- e
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A. a. Yes. Remember that the pilot should be operating
above some obscuring formation but there is nothing
intended to preclude operation above one layer and
below another. The basic requirements are that
the pilot fly at the appropri.ate VFR altitudes as
prescribed in FAR 91.109 and comply vith the VFR
visibility and distance from cloud criteria in
FAR 91.105.

b. Normally, pilots should not operate VFR ON TOP
beneath a layer. The appropriate request and
clearance in this situation would be to
"MAINTAIN VFR CONDITIONS." However, a pilot
operating correctly VFR ON TOP of a meteorologi-
cal formation could overfly the formation to a
point where it ended and then find himself
operating either in the clear (no obscuring
conditions) or beneath a layer. In this situa-
tion, he could continue to operate on his VFR
ON TOP clearance. We do not intend to draw
such a fine technical distinction between "VFR
ON TOP" and "VR CONDITIONS" so as to preclude
this type of operation or to require pilots to
request amended clearances (i.e., requesting
a change from a VFR ON TOP to a VFR CONDITIONS
clearance). We believe that requring VFR ON TOP
pilots (who find that they are no larger opera-
ting above a meteorological formation) to request
an amended clearance to "VFR CONDITIONS," would
unnecessarily complicate the procedure and would
provide no operational benefit. Conversely, a
pilot operating on a "VFR CONDITION" clearance
need not request an amended clearance (i.e., VFR
ON TOP) when he finds himself operating above a
meteorological formation.

Where the reasons for the change cannot be
'determined from the BACKGROUIND or are not readily

apparent, we have attempted to explain them in a
"rationale" paragraph following the revision.

'-" III. CNA.CE:

AIRMANS INFORKATION MANUAL

P/C GLOSSARY

OLD NEW

1FR OVER THE TOP - The operation of Delete

an aircraft over the top on a IFR
flight plan when cleared by air
traffic control to maintain "VFR
CONDITIONS" or "VFR CONDITIONS ON
TOP." (See VFR ON TOP)

4.

A12
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OLD NEW

VYR OVER THE TOP - The operation Delete
of an aircraft above the clouds
under VlR when it is not being
operated on an IFR flight plan.
(See VFR ON TOP)

Rationale:

While these terms appear in some FAR's (e.g.', FAR 121), they are not
used in pilot/controller co=munications nor do they normall exist

in the ATC lexicon. Their appearance in the glossary complicates
matters by implying :hat they are used and invites unnecessary compari-
son with "VFR ON TOP", "VFR CONDITIONS," etc.

OLD NEW

None VFR CONDITIONS - ATC authoriza-
tion for an IFR aircraft
operating in VFR conditions, a
VFR TCA or Stage III aircraft

or a VFR aircraft requesting a
practice instrument approach, to
be flown at the pilots choice
of an appropriate VFR altitude

as specified in FAR 91. A pilot
receiving this authorization
must comply with the VFR visi-
bility, distance from cloud

criteria and the minimum IFR
altitudes specified in FAR 91.

Rationale:

Since "VTR CONTIONS" is used in the revised 7110.65B, 491, and since
"VFR ON TOP" and "VFR CONDITIONS" have different procedural applications,

the term should be defined in the P/C Glossary.

OLD 1E

VTR ON TOP/VFR CONDITIONS ON TOP - VFR ON TOP - ATC authorization
An IFR clearance term used in lieu for an IFR aircraft to operate in
of a specific altitude asignment VTR weather conditions above a
upon pilot's request which meteorological formation (i.e.,

authorizes the aircraft to be coulds, smoke, haze, etc.) at the
flown in VFR weather conditions pilot's choice of an appropriate
at an appropriate VFR altitude VTR altitude as specified in
which is not below the minimum FAR 91. A pilot receiving this

IFR altitude (Refer to FAR authorization must comply with
Part 91). the VFR visibility, distance

from cloud criteria and the
minimu= !FR altitudes specified

A13 in FAY 9].
"'r%~ 

. ,



* - -- ---------- "

Rationale:

1. It is unnecessary to use two terms (i.e., VFR ON TOP/VFR CONDITIONS
ON TOP) to describe the se procedure. Therefore, in the interest

* of simplification, VFR CONDITIONS ON TOP has been deleted.

2. Since the term is used to authorize flight above some form of

obscuring layer, the definition was revised to clearly state that
provision. Additionally, including some of the pilot's basic
responsibilities makes the definition clearer and more precise.

Paragraph 266

OLD NEW

266. IFR CLEAWACE WITH VTR 266. IFR CLEARANCE WITH VFR ON
RESTRICTIONS TOP/VFR CONDITION RESTRICTIONS

a. ATC vill not issue a a. A pilot on an IFR flight

clearance to an IFR flight specify- plan operating in VFR weather

ing that climb descent, or any conditions, on top of a cloud, haze,
portion of the flight be conducted smoke or other meteorological for-
in VFR condition unless one of the mation may request VFR ON TOP in

following exists. lieu of an assigned altitude. This
would permit the pilot to select an

(1) The pilot requests the VFR altitude or flight level of his
restriction, choice.

(2) For noise abatement bent-
. fits where part of the IFR departure b. Pilots desiring to climb

route does not conform with an FAA through a cloud, haze, smoke or
approved noise abatement route or other meteorological formation

altitude. and then either cancel their IFR
flight plan or operate VFR ON TOP

b. If a pilot is operating may request a climb to VFR ON TOP.

on an IFR flight plan and is given The ATC authorization shall contain
a VFA restriction, ATC will not a request to report reaching VFR
apply ZFR separation during the ON TOP, a top report or a state-
"VFR Restriction" portion of the ment that no top report is
flight, available. Additionally, the ATC

authorization may contain a clear-
c. If after receiving a VFR ance limit, routing and an

restriction the pilot determines alternative clearance if VFR ON

that compliance with the clearance TOP is not reached by a specified
is not feasible, the pilot shall altitude.

maintain VFR and request an amended

clearance. c. A pilot on an IFR flight
plan, operating in VFR conditions,

k.. may request to climb/descend in,
or to maintain VFR conditions.

A14
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OLD NE W

'17 d. ATC may not authorize
" , VFR ON TOP/VFR CONDITIONS opera-

* tions unless the pilot requests
the VFR operation or a clearance
to operate in 9FR CONDITIONS will
result in noise abatement benefits
vhere part of the ITR departure
route does not conform to an FAA
approved noise abatement rote or
altitude.

.Qe. When operating in VFR
conditions with an ATC authoriza-
tion to "MAINTAIN VFR ON TOP/
MAINTAIN VFF CONDITIONS pilots
should:

(1) Fly at the appropriate
VFR altitude as prescribed in
FAR 91.109.

(2) Comply with the VFR
visibility and distance from
cloud criteria in FAR 91.105
(BASIC VFR WEATHER MINIMIJS).

(3) Comply with instrument
flight rules that are applicable
to his flight (i.e., minimum IFR
altitudes, position reporting,
radio comunications, course to
be flownm, adherence to ATC clear-
ance, etc.).

f. ATC authorization to
"MAINTAIN VFR ON TOP" does not
preclude operation on top of one
meteorological formation and
beneath another (i.e., between
layers). The only requisite is
that, at the time the initial
clearance was issued, the pilot
was either operating in V17
conditions above a meteorological
formation or was requesting a
clearance to climb through and
operate in V9R conditions above
a meteorological formation. If
a pilot desires to operate in
VFR conditions on an IFR flight
plan, and no meteorological
formation (i.e., clouds, smoke,
haze, etc.) is present or he
wishes to operate below
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OL. NEW

the formatioai, he should request
-:.-.ATC authorization to operate in

"'" 'VFR CONDITIONS." It is imper
-.. 0tire that pilots understand that

: "'"clearance to operate "VFR ON TOP/

VYR CONDITIONS" does not imply

cancellation of the IFR flight
plan.

S. Pilots operating VFR ON
TOP/VFR CONDITIONS, may receive

traffic information, from ATC,
on other pertinent IFR or VTR
aircraft. However, separation
viii not be provided unless the

pilot is operating in a TCA or
participating in Stage III service.

Note. - When operating in VFR
weather conditions, it is the

pilot's responsibility to be
vigilant so as to see and avoid
other aircraft.

h. ATC will not authorize
VFR ON TOP or VFR CONDITIONS
operations in positive control

areas (PCA). (See paragraph 93 -

Positive Control Area)

., Paragraph 271.b.

OLD NE;

b. Standard separation will be b. Separation will be pro-

provided between all aircraft operat- vided between all aircraft

ing on IFR flight plans except when operating on IFR flight plans
"VFR CONDITIONS-ON-TOP" has been except during that part of the
requested by a pilot and authorized flight (outside of a TCA or TRSA)
by ATC in lieu of a specific cruising being conducted on a VFR ON TOP/
or holding altitude or when clear- VFR CONDITIONS clearance. Under
ances specifying that climb or these conditions, ATC may issue
descnt or any portion of the flight traffic advisories but it is the

shall be conducted in "VFR sole responsibility of the pilot

CONDITIONS" are issued, A pilot may to be vigilant so as to see and

specifically request IFR separation avoid other aircraft.
vhile conducting a practice instru-
ent approach.

A16
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Rationale:

1. "VFR CONDITIONS-ON-TOP" changed to "VYR-ON-TOP" to comply with
procedural change in terminology in ?AAR 7110.65B.

2. Nonpertinent material deleted and the paragraph revised to clearly
indicate ATC/pilot's roles in terms of separation responsibility.

Paratraph 298.e.

VFR OPERATIONS ON IFR flIGHT PLAN

Delete the entire subparagraph and relocate the information to paragraph
266.

Rationale:

Paragraph 298 deals vith the mechanics involved in filing an IFR flight
plan vhile paragraph 298.e. contains information concerning ATC clear-
ances/instructions involving VFR restrictions. Therefore, we believe
that the information should be relocated in the section of the AIM that
deals specifically vith ATC clearances (i.e., Section 4, paragraph
266).

Parsgraph 341

POSITION REPORTINC

In paragraphs 341.c.(),(2); d.(l)(d), change "VFR CONDITIONS ON TOP" to
"VFR ON TOP/VTR CONDITIONS."

Parasraph 342

ADDITIONAL REPORTS

In paragraph 342.a.(l)(b), change "VFR CONDITIONS ON TOP" to "VFR ON
TOP/VFR CONDITIONS."

Paragraph 346

OPERATION IN RSTRICTED AIRSPA:E

In paragraph 346.a., change "'VFR CONDITIONS ON TOP" to '"R ON TOP/VFRCONDITIONS."

Al7
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FA FwA , .OOT 7110.653

Parasra-h 58

OLD NEW

58. VTR CONDITIONS-ON-TOP 58. VFR ON TOP/VFR CONDITIONS

Use a route not meeting service Use a route not meeting service
volume limitations only if an volume limitations only if an
aircraft requests to operate in aircraft requests and is cleared
V R conditions-on-top on this to maintain VFR ON TOP/VFR
route. CONDITIONS, on the route.

58. Note. - Aircraft equipped 58. Note. - Aircraft equipped
- with TACAN-only are expected to: with TACAN only are expected to:

a. Define route of flight a. Define route of flight
between TACAN or VORTAC NAVAIDs in between TACAN or VORTAC NAVAIDs
the same manner as VOR equipped in the same manner as VOR equipped
aircraft. aircraft.

b. Except in positive control b. Except in positive control
areas, submit requests for flight areas, submit requests to operate
in VTR conditions-on-top where "VFR ON TOP"/VFR CONDITIONS" where
insufficient TACAN or VORTAC NAVAIDs insufficient TACAN or VORTAC NAVAIDs
exist to define the route. exist to define the route.

Paragraph 182

OLD NEW

4 182. POSITIVE CONTROL AREA 182. POSITIVE CONTROL AREA
RESTRICTIONS RESTRICTIONS

Do not apply visual separation or Do not apply visual separation or
issue VFR or VFR conditions-on-top authorize VFR ON TOP/VFR
clearances in positive control CONDITION operations in positive
areas. control areas (PCA).

Par& raph 420

OLD NEW

420. CLEARANCE

a. ..... No change

b . .... No change

4220.b.(2) Example. No change
420.b.(2) Note 1. No change

AI8
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OLD NEW

420.b.(2) Note. 2 - If the altitude 420.b.(2) Note. 2 - If the altitude
assigmment is VFR-ON-TOP, it is assignment is VFR ON TOP/VYR
conceivable that the pilot may elect CONDITIONS, it is conceivable that
to remain high until arrival over the the pilot may elect to remain high
final approach fix which may require until arrival over the final
the pilot to circle to descend so as approach fix which may require the
to cross the final approach fix at pilot to circle to descend so as
an altitude that would permit to cross the final approach fix at
landing. an altitude that would permit

landing.

Paragraph 491 and 492

OLD NE";

491. VFR CO'ITIOS 491. VFR ON TOP/VFR CONITIONS

a. You may clear aircraft a. You may clear an aircraft,
to maintain VFR conditions if one operating in VYR weather conditions
of the following conditions exists: on top of a cloud, haze, smoke or

other meteoroiogical formation, to
(1) The pilot has requested maintain "VFR ON TOP", if the pilot

the clearance, requests the clearance.

(2) TERYINAI: The clearance Phraseology:
will result in noise abatement
benefits where part of the IF? MAINTAIN VFR ON TOP
departure route does not conform to

an FA.A-a~proved noise abatenent b. You may clear an aircraft to
route or altitude. climb through clouds, smoke, haze or

other meteorological formations and
(3) TERI Nfi: The pilot has then to maintain "VFR ON TOP" if the

requested a practice instrument following conditions are met:
approach and is not on an IFR flight
plan. (1) The pilots requests the

clearance.

Phraseology:
* - -(2) You inform the pilot of the

MAINTAIN VTR UNTIL (time or fix). reported height of the tops of the
CLIMB/DESCEIND VFR: meteorological formation, or;
E-|EThEN (altitude) AND (altitude),
or, (3) You inform the pilot that

ABOVE/BELOW (altitude). no top report is available.

491a(3) leference. - Practice (4) When necessary, 7ou insure
Approaches, 435. separation from all other traffic

for which you have separation
b. Issue an alternative responsibility by issuing an alter-

clearance when there is reason to native clearance.
believe that flight in VTR condi-
tions may become impracticable. (5) When an aircraft is climb-

ing to and reports reaching VFR ON
TOP reclear the aircraft to maintain

A19 VFR ON TOP.



III
OLD NEW

Phraseology: Phraseology:

IF NOT POSSIBLE (alternative CLIM. TO AND REPORT REACHING VTR
4 iprocedure) AND ADVISE. ON TOP

and, if required
492. VFR ON TOP TOPS REPORTED (altitude)

or,
a. You may clear an aircraft NO TOPS REPORTS

to maintain VFR conditions-on-top
of a cloud, haze, smoke, or other IF NOT ON TOP AT (altitude) MAINTAIN
meteorological formation if the (altitude) and ADVISE.
following conditions are met:

MAINTAIN VFR ON TOP
(1) The pilot requests the

clearance. c. Do not clear an aircraft
to maintain VFR ON TOP/VFR CONDITIONS

492&(1) Note. - Requests which BETWEEN sunset and sunrise to separate
include a filed flight plan holding aircraft from each other or
altitude of OTP indicate that the from en route aircraft, unless
flight intends to operate only at restrictions are applied to insure
altitudes in airspace where OTP the appropriate IFR vertical
is permitted. separation.

492a(l) Reference. - Positive Phraseology:
Ccntrol Area Restrictions, 182.

MAINTAIN VFR ON TOP/VFR CONDITIONS AT
(2) You irform the pilot of OR AOVE/BELOI/BETWEEN (altitudes).

the reported height of the tops of
the meteorological formation. 491c Examtles. - "MAINTAIN VFR ON TOP

at or above one three thousand five
Phraseologv: hundred."

MAN:TAIN VFR ON TOP, TOPS "Maintain VFR conditions at or below
REPCRTED (altitude). one two thousand five hundred."

(3) You inform the pilot "Maintain VFR conditions between six
accordingly if no top report is thousand and one zero thousand,"
available.

d. You may clear an aircraft
Phraseology: operating in VFR conditions, to

climb/descend in, or to maintain
MAINTAIN VFR ON TOP. NO TOPS VFR conditions when the conditions
REPORTED. in 491a and b do not apply and one

of the following conditions exist;
(4) If the aircraft's

route, track, or altitude may cause (1) The pilot requests the
it to enter an active Prohibited/ clearance.
Restricted/Warning Area, MOA, or
ATCAA, you: (2) TERMINAL: The clearance

will result in noise abatement
492a(4) Reference. - Special Use benefits where part of the IFR
and ATC Assigned Airspace, Chapter departure route does not conform

,', with an FAA approved noise ab&te-
- sent route or altitude.

A2O0
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OLD NEW

(a) Inform the pilot to (3) TE'INAL: The pilot has
conduct flight in VFR conditions requested a practice instrument
on top. at least 500 feet (FL 290 approach and is not on an IFR
and above - 1,000 feet) above the flight plan.
upper limit or below the lover
limit of the airspace (subject to Phraseology:
493); or

MAINTAIN VFR CONDITIONS
Phraseology: MAINTAIN VFR CONDITIONS UNTIL

(time or fix).
MAINTAIN VFR COnDITIONS-ON-TOP AT MAINTAIN V'R CONDITIONS ABOVE/BELOW
LEAST 500 FEET (FL 290 and above - (altitude), CLIMB/DESCEND VTR;
1,000 FEET) ABOVE/BELOW (upper and, if required,
limit/lover limit of airspace) BETWEEN (altitude) AND (altitude)
ACROSS (name or number of airspace) or,
BETWEEN (fix) and (fix); ABOVE/BELOW (altitude).

and, if the airspace is an
ATCAA, (Name of ATCAA) IS ATC 49ld(3) Reference. - Practice
ASSIGNED AIRSPACE. Approaches, 435

(b) Clear the aircraft via e. When, in your judgment,
routing which provides approved their is reason to believe that
separation from the airspace. flight in VFR conditions may

become impractical, issue an
(c) Exception. Some alternative clearance vhich will

Prohibited/Restricted Areas are insure separation from all other
established for security reasons aircraft for which you have
or to contain hazardous activities separation responsibility.
not involving aircraft operations.
The addition of 500 (or 1,000) Phraseology:
feet to the upper/lover limit of
these Prohibited/Restricted Areas IF UNABLE (alternative procedure)
is not required, if the areas have AND ADVISE.
been identified by facility
management. f. If the aircraft's route,

Vtrack, or altitude may cause it to
492a(4)(c) Reference. - Handbook enter an active Prohibited/Restricted!
7210.3-214. Warning Area, MOA, or ATCAA;

b. When tops are not 491f Reference. - Special Use and
reported, take the following ATC Assigned Airspace, Chapter 7,
action: Section 2.

(1) Issue an alternative (1) Inform the pilot to conduct
clearance, flight VF! ON TOP/VTR CONDITIONS atclaae 

least 500 feet (FL 290 and above -
Phraseology: 1,000 feet) above the upper limit or

below the lower limit of the airspace

IF NOT ON TOP AT (altitude), (subject to 492); or
MAINTAIN (altitude) AND ADVISE.
REPORT REACHING VTR ON TOP.
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* OLD NEW~

(2) When the pilot reports Phraseology:
reaching VFR conditions on top,
c cancel the alternative clearance MAINTAIN VFR ON TOP/VFR AT LEAST 500
by reclearing the aircraft to FEET (FL 290 and above - 1,000 feet)
maintain VFR conditions on top. ABOVE/BELOW (upper limit/lover limit

of airspace) ACROSS (name or number
Phraseology: of airspace BETWEEN (fix) and (fix);

and, if the airspace is an ATCAA,
MAINTAIN VFR ON TOP. (Name of ATCAA) IS ATC ASSIGNED

AIRSPACE.
c. Do not clear an aircraft

to maintain VFR conditions on top (2) Clear the aircraft via
when a pilot report indicates routing which provides approved
weather conditions are not suitable separation from the airspace.
or between sunset and sunrise to
separate holding aircraft from each (3) Exception. Some
other. Prohibited/Restricted Areas are

established for security reasons
or to contain hazardous activities
not involving aircraft operations.
The addition of 500 (or 1,000) feet

-i to the upper/lover limit of these
Prohibited/Restricted Areas is not
required, if the areas have been
identified by facility management.

491f(3) Reference. - Handbook

7210.3-214

* Rationale:

1. The rationale for the changes to old paragraph 491a and b is contained in
paragraph II of this proposal.

2. The requirement in the old 492c that prohibits controllers from is issuing
VFR restrictions vhen a pilot report indicates that weather conditions

are not suitable, was deleted. The determination that weather considera-
tions are suitable for VFR ON TOP/VFR CONDITIONS operations is solely the
responsibility of the requesting pilot and it is his decision. Refusal
to issue the clearance based on a report from another pilot would be
tantamount to questionning the judgment of the requesting pilot. Further-
more, one pilot may be operating legally in VFR conditions while another
pilot a fey miles away might correctly evaluate the weather conditions as
being unsuitable. However, conflicting reports of this kind could cause
a controller to issue an alternative clearance as indicated in the new
paragraph 491e.
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1Parairath 493

OLD NE
493. ALTITUDE FOR DIRECTION OF 492. ALTITUDE FOR DIRECTION OF

FLIGHT FLIGHT

Inform an aircraft of the correct Inform an aircraft, maintaining VFR
altitude for direction of flight ON TOP or VFR CONDITIONS vhen a
vhen a report from an aircraft report indicates the pilot is not

maintaining VFR conditions-on-top complying vith FAR 91.109.
indicates it is not complying with
FAR 91.

493. Note. - As required by FAR 91, 492. Note. - As required by FAR

the appropriate VFR altitudes for 91.109, the appropriate VFR
direction of flight are as follows: altitudes for aircraft (not in a

holding pattern of 2 minutes or less,

Flights on Magnetic Courses 0 - 179 or turning) operating more than 3,000

feet above the surface to and includ-
3,000 feet above the surface to but int FL 290;

not including FL 290: "odd" cardinal
altitudes plus 500 feet. Examples: Magnetic courses 0 - 179 - Odd
3,500,5,500, L 255, nI 275. cardinal altitudes plus 500 feet

(e.g., 3,500, 5,500, FL 195, 275).
FL 290 and above 4,000 foot inter-

vals beginning with TL 300. Magnetic courses 1BO - 359 -
Exampls: FL 300, FL 34C. Even cardinal altitudes plus 500

feet (e.g., 4,500, 8,500, FL 205,
Flightt on Mfgnetic Courses 180 - 285).
359

Above FL 290;
3,000 feet above the surface up to

but not including FL 290: "even" Magnetic courses 0 - 179 - 4,000
cardinal altitudes plus 500 feet. foot intervals beginning with FL 300

Exazples: 4,5C0, 6,500, FL 265, (e.g., FL 300, 340, 380).
nL 285.

Magnetic courses 160 - 359 -

FL 29C and above: 4,000 foot 4,000 foot intervals beginning with

intervals beginning with FL 320. FL 320 (e.g., 320, 360. 400).

Examples: FL 320, FL 360.

Phraseology: Phraseology:

9 VYR ON TOP CRUISING LEVELS FOR VFi OF TOP/VFR CONDITIONS CRVISING
YOUR DIRECTION OF FLIGHT A E: LEVELS FOR YOUR DIRECTION OF FLIGHT

From 3,000 feet above the ARE:
, surface to but not including More than 3,000 feet above the
-Fle 290 surface to FL 290

ODD/EVEN ALTITUDES/FLIGHT LEVELS ODD/EVEN ALTITUDES/FLIGHT LEVELS
PLUS FIVE KU'NDRED FEET. PLUS FIVE HUNDRED FEET.

At or above FL 290 above FL 290
POUR THOUSAND FOOT INTERVALS FOUR THOUSAND FOOT INTERVALS BEGIN-
,EGIWNING AT FLIGHT LEVEL THREE NING AT FLIGHT LEVEL THREE ZERO
ZERO ZERO/TSHREE TWO ZERO. ZERO/THREE TWO ZERO.
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Rationale:

The altitude stratification in the note to the old paragraph 493 is incorrectly
stated as; "3000 feet above the surface to but not including FL 290." FAR 91.109
indicates that the correct altitude b. eakdovn should be: "more than 3,000 feat above
the surface. * , to flight level 290 (inclusive)." Additionally, the note was
editorially revised in an attempt to nae it clearer.

494-599. RESERVED 493-599 RESERVED

Paragraph 630

OLD NEW

630. VFR CONDITIONS 630. VFR CONDITIONS

a. Provided the aircraft a. Provided the aircraft is
is within your area of responsibi- within your area of responsibility
lity or prior coordination has or prior coordination has been
been effected with the facility in effected with the facility/sector
whose area an aircraft is operating in whose area an aircraft is operating
and an operational benefit will be and an operational benefit will be
gained, assign aircraft operating gained, assign aircraft operating
with a clearance specifying VFR with a clearance specifying VFR ON
conditions-on-top, or VFR aircraft TOP/VFR CONDITIONS, or VFR aircraft
receiving radar advisories, an receiving radar advisories, an
appropriate Function Code or appropriate Function Code or computer

-c. computer assigned code for the code assigned code for the code environment
environment in which you are in which you are providing service.

N providing service.

b. . . . . No change.

9-.

Paragraph 794

OLD NEW

794. ARRIVAl INSTRUCTIONS

a. ..... No change.

b ..... No change.

c. • * * * No change.

794c(2) Examples I and 2 No change.

794c(2) Note. I No change

794c(2) Nota. 2 - If the altitude 794c(2) Note. 2 - If the altitude
assignment is VIR ON TOP, it is assignment is VFR ON TOP/VFR
conceivable that the pilot may elect CONDITIONS, it is conceivable that
to remain high until arrival over the pilot may elect to remain high
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the final approach fix which may until arrival over the final
require the pilot to circle to approach fix which may require the
descend so as to cross the final pilot to circle to descend so as
approach fix at an altitude that to cross the final approach fix
would permit landing. at an altitude that would permit

landing.

d. . . . . No change.

-, Paraxr&Dh 1461

OLD NEW

1461a and b Reference - 1461a and b Reference -

Separation froc Special Use and Separation from Special Use and
ATC Assigned Airspace, 224 and 285; ATC Assigned Airspace, 224 and
VFR ON TOP, 492; Adjacent Airspace, 285; VFR ON TOP/VFR CONDITIONS,
750. 491; Adjacent Airspace 750.

Parairaph 1713

OLD NEW

1713. VISUA.. SEPARATION AND VFR 1713. VISUAL SEPARATION AND VFR

An aircraft may be cleared to An aircraft may be cleared to
maintain "1,00 feet on top" maintain "1,000 feet on top" (in
(in lieu of VFR COYDITIONS-ON- lieu of VFR ON TOP/VFR CONDITIONS)
TOP) or may be issued VFR separa- or may be issued VFR separation
tion vhe- requested by the pilot when requested by the pilot except:
except :

1713. Reference. - VFR CONDITIONS, 1713. Reference. - VFR ON TOP/VFR
491. VFR ON TOP, 492. CONDITIONS, 491.

, - a. through c. No change.

• %
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FA.A HA.NMSOOX 7210.3E

OLD NEW

622. HIGH ALTITUDE INSPECTIONS 622. HIGH ALTITU.DE INSPECTIONS

a. High altitude flight a. Nigh altitude flight
inspection operations are generally inspection operations are generally
conducted on IFR flight plans; VFR conducted on IFR flight plans; VFR
conditions on top vill not be ON TOP/VFR CONDITIONS viii not be
requested except vhen veather requested except when veather
conditions are ideal and excessive conditions are ideal and excessive
delays vould result from operating delays would result from operating at
at an assigned flight level, an assigned flight level.

IV. IN REPLY REFER TO: AAT-330-80-11. If you have any questions or wish to
discuss this proprosal, please contact the En Route Operations and Procedures
Branch, Ed Forsythe, AAT-330.8, FTS/426-8630. Comments received on or before
December 31 vill be thoroughly considered prior to final action regarding the
change.

BAYSIL B. WARD

-. A"
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..,LICOPTER ASSOCIATION

1156 15th St., N.W., Suite 610, Washington. D. C. 20005 (202) 466-2420 Telex 89615

November 17, 1980

8? Memorandum No. 4

TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A. Gilbert
HAA Program Manager

1. Enclosed herewith are excerpts from FAA Roport No. FAA-
RD-80-88, II, dated November 1980. (ATC Training Manual).

2. Pilot members of the Working Group are asked particularly
to consider the material dealing with HSVFR in their review of
7110. 65B.

IEncl.

J.A

' a .
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wrICOPTEX-COROL ZIOCEUR.E

Terminal Procedures

The design of helicopter If arrival and departure procedures is governed

by the obstruction criteria in TERPS (Terminal Iutrument Procedures). Some

changes in these criteria are expected during the next year,.in order to take

advantage of the unique flight characteristics of the helicopter.

One procedure for expediting helicopter traffic in IMC (Instrument

Meteorological Conditions) is the use of IS VF (Helicopter Special VnE) procedures,

which are covered In Section 14, Paragraphs 1140-1141 of Air Traffic Control

Handbook 7110.65B.

Some towers have refused to permit RSVFR procedures. It is possible that

the wording of Paragraph 1141 has led some facility chiefs to believe that a

Letter of Agreement is required before any RSVR operations can be approved.

Such was not the intent of the vording.

It is also possible that the sheer complexity 6f the ESVTh rules, with their

many qualifying restrictions, has discouraged many controllers from memorizing

them. Without familiarity, controllers hesitate to apply these rules.

It appears possible, that a more simplified presentation, to supplement

the existing material in 7110.653, would at least make the applicable rule

easier to find and remember. To this and, a matrix has been prepared vhich

shows the applicable reference for each of the various arrival/departure

combinations involving ISVn operation. This matrix is shown in Table 4-1.

Example A in this table shows that the required separation for the combination

of an RSVFR helicopter arrival and an IF fixed-ving arrival which is making

a straight-in approach and is more than 1 WO from the runway, is covered by

Paragraph 1141 b (1).

A2 8



TA=L 44-
APPLICABLE PARAGRAPH REFERENCES

IN ATC HANDBOOK 7110.65B

COVERING SEPARATION MINIMA FOR

HSVFR HELICOPTER OPERATIONS

rAIRCRAFT -~HSVFR HELICOPTER
- COMB INATIONS

DEPARTURE ARRIYAL

DEPARTURE 1141a 1141a

ARRIVAL 1141a 1141a

< 112 NM
BEYOND 1141e 1141d (1)
RUWP.J,AY

>1/? Nm
BEYOND 1141e 1141d (2)
RUN14AY

<1 NM Example
FROM 1141f 1141b (1) --- A
RUN1WAY

FROM 1141f 1141b (2)
RUNWAY

CIRCLING OR NOT

MISSED APPROACH AUTHORIZED 1141c

, ot'#9

A29
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From Table 4-1, a second table (4-2) has been prepared, vhich lists
the actual separation standard for each aircraft combination. hus the USVFR

criteria can be summarized in a chart small enough to be posted at the local

control position In the control tower.

The chief difference between helicopter operationl characteristics in

IFR and RSVFR is that, in low visibility conditions, the RSVnF pilot will be

able to fly at much lover airspeeds (if necessary), than he would normally

care to fly if be were actually on instrumants. Hovever, in order to stay

out of the low-speed Avoid area, he normally will not vent to fly slover

than 40 knots through the critLcal altitudes of the Reight/Velocity Diagram

(see Figure 2-3 of Section 2).

The safety of simultaneous ESVTR arrivals with fixed-ving IFR arrivals,

on laterally converging courses, ultimately depends on positive controller/

pilot couunications, plus the assurance that ATC can control the path or

progress of the helicopter as necessary to maintain the necessary separation

from the other aircraft.

This assurance is enhanced if the controller can observe the Vrogress of

the helicopter on a radar display. If this is not possible, assurance could

be enhanced if the helicopter pilot were navigating visually on a standard

VTR helicopter route which is known to both pilot and controller, is clear

of fixed-wing traffic paths, and includes one or more distinctive visual

* landmarks which can be used as standard reporting points and visual holding

points.

Techniques for delaying the helicoptar to provide separation from other

traffic include speed reduction, holding patterns, 360* turns, and path-

I stretching (radar vectoring). At low helicopter airspeeds, holding patterns

and 360* turns require only a smail aoumt of airspace. The helicopter should

not be asked to hover for delay purposes. vering requires high pover with

relatively high fuel comaumption.
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TA=L 4 -2

SUMMARY OF SEPARATION MINIMA

IN NAUTICAL MILES

FOR VARIOUS AIRCRAFT COMBINATIONS

INVOLVING HSVFR HELICOPTERS

r AIRCRAFT L- •, HSVFR HELICOPTER
~~COMBI NATIONS',C 

DEPARTURE ARRIVAL

DEPARTURE I
"200 ft.

C-

0

ARRIVAL

<12 NM
BEYOND * / 12

ua RUNWAY

>1/2 NM
" BEYOND 1/2 2

RUNWAY

<1 INM
FROM NOT
RUNWAY AUTHORIZED 1/2

I -

- " >1 NM

" FROM *1 1-1/2
RUNWAY

CIRCLING OR NOT 2

MISSED APPROACH AUTHORIZED

* IVERGING COURSES ONLY
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IFR Arrivals

Sequential Approaches on Common Path to Airport. The integration of hell-

•t copter and fixed-winS arrivals in the se approach path presents problem

because of the difference in the approach speeds of the two types of air-

craft. This normally results in a very long tap in the approach sequence

whenever a helicopter follows a fixed-ing aircraft down the final approach

path. Although this gap can sometime be used to advantage in clearing

extra departures, it generally results in lost runway capacity, and delays

to succeeding aircraft.

*- The gap can be shortened either by having the helicopter fly the

final approach at a speed considerably higher than its normal approach

speed, or by making a short turn-on to keep the coon path as short as

possible. A research program has been planned to determine the practical

parameters for short helicopter approach paths, using various types of

approach aids.

Sequential Approaches on Different Paths to Airport. When an airport has

approved approach procedures from different directions, it sometimes is

practical to use one approach for fixed-wing aircraft and another for heli-

copters, as shown in Figure 4-1. Normally the convergence angle between the

two approach courses should not exceed 90' . In this case a close-in holding

fix is established for helicopters, which are cleared off this fix on short

notice, to use time-slots between fixed-wing arrivals on the other approach

path.
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Simultaneous Approaches on Different Paths to Airport. If it is possible

to lay out the helicopter approach and missed approach areas so that they

are completely clear of fixed-wing approach and missed approach areas it

should be possible to run simultaneous helicopter and fied-wing approach".

Ideally, as shown in Figure 4-2, the convergance angle between the approach

courses should not exceed 450. This will enable the helicopter to make a

* 900 turn and diverge Imediataly from the fixed-wing traffic, if a missed

S."' approach becomes necessary. The MAP (missed approach point) is placed far

enough back from the airport that the helicopter will always be able to

complete this maneuver without encroaching on the fixed-ving airspace.

Approaches to Beliport. Normally. helicopter operators would prefer to

stay out of congested airports and use separate heliport facilities. With

the exception that helicopter approaches probably could be shorter and

steeper than those presently required for fixed-wing aircraft, with shorter-

radius turns and greater allowance for wind drift, there need be little

difference from present procedures, in the way IFR helicopter arrivals will

be vectored and sequenced into an 1F7 heliport.

V.-" Missed Approaches. A number of existing helicopter approach procedures have

missed approach paths which simply make a 1800 climbing turn and return to

the initial holding fix. This is adequate if there is very little helicopter

3IF traffic, but would tend to reduce capacity and increase delays in busy

periodsas each aircraft blocks the entire approach path and the lowest

useable altitude at the holding fix, until the aircraft reaches a point where

11 is assured of landing, or the pilot can cancel his In clearance.

Nearly all In7 helicopters are equipped with some form of area

navigation (RHAV). There is a need to change the TERPS criteria, to give

credit for the added flexibility and accuracy of RNAV equipment. Such credit

is particularly needed in reducing the length and width of the missed

approach area. With R.NAV the pilot knows his position continuously, and

can anticipate the exact time when he will be over the MAP. Therefore he

can start his missed approach procedure the moment he reaches this point.

A34

"'.- ." , .4. '''. '" ...*'v ''' -,.." ...-. " ..- ' - -..""'''""'" ..- ' .. " """ ,-. '''' '''''



cr
4,MAP

FIGURE lz2SIULTANEOUS APPROACHES

A3 5



o The pilot has three other advantages by being in a helicopter instead

of fixed-ving aircraft: (1) he can arrest hbi descent without height

loss, instantly at decision height; (2) he can start his missed approach

cliabout without changing the aircraft configuration and without needing to

wait for euine spoolup; (3) he can start a turn imediately. All these

points should be given consideration in changing TZRPS criteria for the

length of theo missed approach path for an IIUV-equipped helicopter.

In addition, criteria regarding the width of the missed approach

area for such aircraft should be reconsidered in light of the fact that

with RVAV, there is no reason why navigational guidance along the missed

approach path should be any less accurate than guidance down the final

approach path.

Until the TflPS criteria are changed, however, the missed approach

area will remain excessively large for this type of aircraft.

In Departures

The layout of stanaard Ifn helicopter departure routes usually

involves a compromise between a number of requirements, some of which may

be mutually conflicting. The following discussion is intended as a kind of

checklist for ATC planners, to ensure that all important factors are given

due consideration in arriving at an optimum configuration.

Few helicopters need to start their takeoff from a runway. if the

wind velocity is over 5 knots, the liftoff and initial climbout are made
into the wind. However the helicopter can turn in any direction as soon as

it has reached an airspeed of about 40 knots.

From the standpoint of fuel economy the ideal departure procedure
'S

. for any flight would be straight out on course. However, from the stand-
point of air traffic control it would be advantageous to keep the helicopter

departure path as clear of fixed-wing paths as possible. Where this is

impractical, any possible points of interference should be within ATC visual

or radar surveillance coverage.
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Snvfronmental considerations say make It desirable to keep the

departure path away from noise-sensitive aress,particularly when alternate

routes are available. From the safety standpoint, flight.paths obviously

must have adequate clearance from obstructions.

Departure routes should be navigable by the pilot. With 1k V, a

high degree of flexibility is available, so departure routes need not be

confined to f.S localizer courses and VOR radials., provided that the air-

craft vill alvays be within VOR/DKE coverage.

Because departures smst be separated from arrivals, It may be
possible for helicopter departure routes to coincide with helicopter

missed approach paths, In order to conserve airspace in highly congested

* te-rminal areas.

Enroute Control

Over the years, the ATC system has developed Into an exwlusively

round-based system, with all control decisions being made by contollars in

terminal or enroute ATC facilities. The provision of separation between fixed-ving

aircraft operating under IFR has been designed and built around the use of

surveillance radars. Navigation and approach aids, as well as the air/ground

comunication system, are based on the use of the VUF and UU bands, vhich have

the advantage of being relatively free of atmospheric noise, but which are

*" subject to line-of-sight cut-off characteristics.

The helicopter is a relatively lov-altitude vehicle. Its specialized

uses will take it below.and beyond radar end communications coverage, not only

In offshore airspace but in domestic airspace as well. For this reason the

use of procedural control will need to be applied, In geographical areas that

have long been subject only to the use of radar control procedures; local

training programs should re-emphasizae familiarity with the use of time separation.

The characteristically slow speed of helicopters Increases the relative

effect of the wind on ground speed and wind drift, as any given wind velocity

represents a Sreter percentage of the airspeed of a helicopter, than the

airspeed of a jet transport.
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I %The short range and the high flexibility In the choice of landing

sites has increased the need for belicopters to be able to fly direct routes

betveen selected random vaypoints. In order to operate efficiently. A signi-

ficnt percentage of these routes would be off the establisbed airways.

Today's ATC system is not well adapted for handling random route

traffic betveen off-airvay vaypoints. One problem has been the difficulty

for controllers to visualize vhere some of these points are if they are not

shown on the video map. Bovever, it would not be desirable to shov all of

these points on the video map, as this would generate a very confusing problem

on the radar scope. What is needed is a method of calling up certain random

vaypoints for display on the P7D sad ARTS displays, on an as-needed basis.

The LOFF display described in Section 3 will have this capability.

These routes could be called up either automatically by flight-plan

* . input, or manually by reference to lat-long or VOR,/D) coordinates. Imple-

mentation of this capability would enhance the capability of the ATC system

to control off-airay traffic; and in doing so would enhance signilicantly the

" use of area navigation syste s.

.4.,

The capability to control random-route traffic on a routine basis will

determine whether the full potential of T.R helicopter operations can ever be

relized. This capability is also applicable to normal domestic IFR aircraft

in all categories. The more specific limitation is the human factor limit

to control only a small number of aircraft on conflicting courses at a

given time.

.A3
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HULICOPTER ASSOCIATION m/0wrz

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

November Z5, 1980

Memorandum No. 5

TO: I4AA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A. Gilbert
HAA Program Manager

1. Enclosed is a copy of some notes on 7110. 65B prepared by ATC
Study Working Group member Tirey Vickers.

2. These notes supplement the material on HSVFR (ref. para. 1140)
sent with my Memorandum No. 4.

3. This material should be useful to pilot members in conducting
their first cut review of 7110. 651 due December 15.
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NOTES ON FAA YNUAL 7110.651 TKV--ll-25-80

Page 11, Para. 421 Where an icing level exists below 10,000,

changes in its height or intensity could be most useful to

helicopter pilots if included in hourly reports, when avail-

able.(not just sigmets).

Page 12-4, Para. 55, Drawing Is ambiguous. Shouldn't alti-

tudes in table 55 be in height above antenna?

Page 13, Para. 59 b (3), It is hoped that someday we can

prove that holding airspace templates for helicopters can be

smaller.

Page 19, Para 87 b, This appears to apply only to military

it is suggested that inclusion of the word COPTER in civil

helicopter ident would be useful to controllers and to pilots

of other aircraft, in knowing what to look for, in mixed

traffic.

Page 21, Para.88, Ditto

Page 42, Para 237t In offshore helicopter route structure

using area navigation with laterally offset parallel routes,

".. it may be advantageous to put opposite-direction routes at

same altitude, and opposite-direction crossing routes at

next level.
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In offshore airspace, suggest using 500-foot vertical

separation between helicopter altitude levels, with all

helicopters using radio altimeter.

- Page 4*, Para. 273, Use of fixed distance separation

between all aircraft produces excessive time interval and

very low route capacity with low-speed helicopters. 10 N,

D'! separation appears generous under such conditions.

Page 53, Para. 2941 Book needs to address appropriate

separation for aircraft using Loran C (and someday other

fcr:.c of) navigation.

Page 91, Para. 4761 Iost helicopters do not need a runway

for takeoff and should not be forced to line up with fixed-

wing aircraft on taxiway to wait for turn on runway. Where

possible, helicopters should be expedited by departing on a

hea~ing which diverges from the stream of fixed-wing traffic.
4.

Page 113, Para. 791, .:aximun final approach interception

angles don't appear applicable to slow-speed helicopters if

approach speeds are in the 60-80 KT range.

Page 125, Para 922, "Rock your wings" doesn't seenm appro-

priate to aircraft without wings. "Rock your rotor" might

be better. "Show a landing light" might be better yet if

helicopter is A headed in direction away from control tower.
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?age 128l Para. 962t If airport has no helipad, but STOL

runway is available, helicopters should be allowed to use

STCL runway without letter of agreement as chance of over-

shooting is zero. In any event there is no reason to keep

helicopters in same traffic stream with large aircraft using

the main runway.

Pace 151, Para. 11401 Entire HSVFR section is mixed up and

difficult to read. I have already expressed my thoughts on

this subject, in Report FAA RD 80-88 (copy sent to hAiA ATC

Study Working Group).

Page 213, Para 1710 at Same comment as Page 48, Para. 273.
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HLICOPTER ASSOCIA'TMP €9W
1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

-. November 26, k980

Memorandum- No. 6

, TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A. Gilbert
HAA Program Manager

1. Enclosed are:
a) Notes of ATPAC VFR Operations Subcomnumittee (December3 - 7, 1979).

b) Comments by AOPA (March 19, 1980) subject: "The
TRSA/Stage III Mess".

2. Also enclosed is a letter dated November 11, 1980, from ATCA re a
seminar they are holding on December 9 and 10, dealing primarily
with TCA's, TRSA's and Stage II service.

3. If any members of the ATC Study Working Group can make this semi-
nar, please send in the registration form directly to ATCA. At this
time, I expect to be out of Washington on those dates.

4. In any event, I have advised both Gabe Hartl (ATCA Executive Dir-
ector) and seminar coordinator Don Francke of our program, and plan
to get together with them at an early date after the seminar to coordi-
nate our respective efforts.

.G:mnd
ncl.

a-
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Notes of ATP.C V7R COa:atio*s UbcC ' tae

December 3 through 7, 1979

The ATPAC VFR Operations Subcommit:ee met in Washir.;tcn at

FAA headquarters December 3 through Dccember 7. As assigned by

the ATPAC Chairman, this subcommittee was chaired by Bob Earner

of AOPA. An attendance list for the meeting is attached to

these minutes. After introductory cornments, the subcommittee

discussed the purpose and scope of the meeting. It was decided

that all individuals present, whether ATPAC men'bers or rot, would

be permitted to provide input. It was hcped that this dialogue

(to include the FAA) would facilitate the acconplishment of the

subcommittee's goals.

FAA Admuinistrator Bond, at the last ATPAC meeting "tossed

the ball back into the ATPAC court" to come up with suggestions

on how a VFR pilot can get from point A to point B more e::pedi-

tiously, and in a safe manner. A number of members concurred,

V however, that the scope of the %VR subcommittee is a little

larger than that task alone. The subcormittee will look into

other problems which exist in confusion between pilots and con-

trollers and confusion in the minds of either cf these groups

concerning VFR operations and IFR operations, when in V,!C.

After general discussions on the organization of this meeting,

it was decided to proceed first with discussions of airsnace

problems. An area of unnecessary procedural relundancy surff:eed

at the last ATPAC meeting concerninc airnort trai:f- ar.. an4
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disconitinued distril.ution of the "Green Demon" chart to all air-

- crts last surmer in anticipation of the FA-_ distributing their

;all Planning Chart, (2) FAA made a onetime distribution of the

VTR and IFR Wall Planning Charts with a suggestion to airort

-. operators to subscribe on an annual basis, and (3) the onetime

distribution was based on the fact that all V!. routes above 1500

feet AGL and all IR routes are currently published on the low

altitude enroute charts. Current plans call for all VR and IR routes

. to be published on sectional charts beginning in the spring. It Was

suggested that GADO and FSDO evaluation people shcld check on the

prescnce of military training route charts at both FSSs and FBOs.

The discussion turned to special VFR procedures. Airline

pilot representatives indicated concern that as IFR aircraft,

they are being separated from Special VFR aircraft piloted by

pilots who do not understand the procedure. The problems as

related by controller representatives included (1) a concern for

how safe flight is beyond 5 miles away from the airport, and (2)

that oftentimes VFR pilots cannot be relied upon to follow a

specific route and/or altitude. This necessitates closinc: the

entire control zone to IFRs while the Special VFR is arriving or

departing.

General aviation pilot representatives pointed out the impor-

tance of this procedure, particularly in the case where the cont:r2

zone is legally below V/FR minimums due to a lccalized fog ban* Cr

ceiling condition that necessitates Soecia. V 7 use. It was the

ccr.ittee's impresson that oftentimes loca. ... 7e .hzldn-

'A4 5
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a .. service to VFR aircraft. Since a recent change to the 9020

co -:.er program, Center computers will process abbreviated VFR

fligg.t plans, automatically producing flight progress strips at

appropriate sectors and adjacent Centers. Input of Vr'R flight plans

are made at the Center controller's option. If a VTR flight plan

* has been entered properly, the flight progress strips can be trans-

mitted to automated terminal facilities (ARTS III and II) similar to

IFR flights. Terminal facilities with FDEP can also initiate this

strip printing function. All automated terminal facilities have

FDEP as do some nonautomated facilities. There are individual prob-

lem areas with the printout of flight progress strips. These

usually occur between Centers and terminal facilities and, of course,

nonautomated terminal facilities would not be provided with the

flight progress strips in any event. This is significant since many

VFR aircraft desiring these services would be flying at lower alti-

tudes and, therefore, transiting terminal facility airspace.

The question was aksed as to whether it would be advantageous

-:- to both the pilot and the controller to have these strips printed.

Some members of the subcommittee thought yes, from an administrative

stan~pcint. Other members thought no, that it would actually cause

*' a computer overload, slowing the computer processing and necessitat-

ing the computer to drop lower priority functions. It was the sub-

,N. committee's impression that the system could not handle the rpanda-

01. tory provision of VFR enroute advisories. However, it was believed

that the system (controllers) could handle the tagging and tracking

of VFR enroute aircraft if work load permitted them to provide the

advisories. The advantages of having strips provided for VFR air-

craft include having it assigned an IFR code from the National
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Beacon Code Allocation Program and, therefore, minimizing the need

to change these codes as it proceeds enroute and through terminalI facilities and automatic interface of the data between Centers and

automated terminal facilities. Disadvantaies of this procedure are

that the planes will be going through nonautomated terminal airspace

or in and out of radar coverage, and the continuation of automatic VFR

flight plan processing after radar service has been terminated. So-e

controller representatives felt that flexibility may actually be

decreased for controllers if strips had to be provided.

The question of conflict alert (CA) and minimum safe altitude

warnin ..SA. scrvices to VFR airczcft was discussed. At enrute

facilities, conflict alert is provided at half of the standard

vertical criteria to VFR aircraft that are Mode C equipped and being

tracked. Enroute minimum safe altitude warning systems (not yet

implemented) will automatically inhibit VFR aircraft being worked.

- " This service will. not be automatically provided since many VFR air-

craft will be flying below the computer's stored minimum safe alti-

tudes. However, controllers will have the capability to activa.te

EMSAW for VFR aircraft by entering a separate message to the computer.

At terminal facilities, MSAW is provided to VFR aircraft that are

Mode C equipped, only upon request. Conflict alert service in both

the terminal and enroute facilities is provided between IFR- and

VFR-tracked aircraft. This service is not provided to any VFR

untracked aircraft. Again, Mode C transponder is required for this

service.

The question was asked as to whether controllers put altitude

information from VrR aircraft as reported by the pilot into the radar

data tag. After sorle discussion, it was determined that some local

terminal facilities actually direct the controller to use this infor-

mation in the "scratch pad area," while othcr local directives

prohibit its use. Normally, Center controllers enter "VrR" and rely

on the Mode C readout for altitude.-"' ; _ -. . . , . ... .. .,. . .. . ,-.. .-..-.. .- . . - .' .- '... '..-: -..... '..'. - -" .-. '. ? ?, ,L



recommendations to forward to ATPAC-concerning V7R operations,

there were signifcant efforts to define some of the VTR and v:C

problem areas within the system. Also accomplished was an

increased consciousness by ATPAC members of the problems of V77

operators. Hopefully, subcommittee members will work towards a

better understanding of pilot perceptions when operating in V'i.-

with an eye towards bringing these perceptions in line with

reality of what the system actually is providing.

The chairman will distribute to all subconmittee members:

(1) minutes of the December 3 - 7 meeting, (2) copies of the

*- TCA/TRSA report from the NASA ASRS fourth quarterly report, (3)
".o

copies of the Near-Midair Collision report of the ASRS tenth

quarterly report, (4) attendance list from the December meetinc,

(5) an address list of the subcommittee members, (6) a draft of

the pilot survey discussed at the meeting, and (7) a draft memo

to ATPAC with subcor..ittee recommendations.

Chairman, ATPAC VFR01erations Sub,.:-.nittee'
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March 19, 1980

Memo to: ATPAC Members

From : Robert T. Warner

Subject: The TRSA/Stage III Mess

References:

AIM (various paragraphs)
Handbook 7110.65B (various paragraphs)
Minutes of ATPAC VFR Operations Subconmittee (December 1979)

.1 Minutes of ATPAC 19 (Los Angeles)
Minutes of ATPAC 14 (R-14-8)
NASA ASRS Fourth Quarterly Report
Report of FAA/DoD Task Group on Terminal Radar Programs (1978-9)
Report of FAA ATS Task Group on Stage III Service (Jan-Feb 1980)

(not yet available)
NASA ARS Draft Report on Near Midair Collisions (mid-1979)

The plot is thickening. We (all of us) have a problem with
TRSAs and Stage I1. This transgresses any institutional "party
lines. "

I'll precede the background with a simple statement of the
problem and a possible solution. No one--FAA, pilots or control-
lers--knows what is going on in TRSAs. Therefore, we should not
be implementing them until we figure it out. (If the metal comes
together in one of the existing TRSAs, we will be discussing this
in an NTSB hearing. No ATPAC member wants to be a party to that.)

Background

This discussion cranked up after San Diego, when we discov-
ered the accident environment could have been a TRSA or TCA.
Lin Odems gave us glimpses of what was discovered by the FAA/DoD
Task Group.

As a result of the FAA Notice 78-19 and the "Enhancement"
program of more TCAs and TRSAs, NASA's ASRS data was tapped to
see whether more control is more safety. A NASA Draft Report
said "No," in fact, just the opposite if you are talking terminal
radar control/service.

A4 9
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Memo to ATPAC Members
March 19, 1980
Page 2

At ATPAC 14, the Committee told FAA this whole thing is
confusing and recommended the number of stages of service be
reduced to less than 3.

At ATPAC 19, FAA reported this ATPAC recommendation has
been made a part of "an FAA review of the national terminal
radar program - pending." Anyway, FAA had established a task
group to investigate Stage III service, and specifically whether
it was supposed to be provided In the traffic pattern at the
primary airport.

Meanwhile, the ATPAC VFR Ops Subcommittee had discussed
this subject for days. A subgroup of this subgroup was briefed

4 by the FAA task group in late February 1980. We were amazed
and astounded.

M opinion of the Task Group's work is that the FAA went
out an- talked to themselves About how to improve Stage III
service. The solution is a Band Aid fix of the symptom. The
FAA never dug deep enough to find the cause of the problem.
They never asked the basic questions: what is Stage III; what
are they really providing; what do pilots think they are getting;
what do they want; and what is needed?

Terminal radar programs, when you inclule visual separation,
is the biggest problem in the system today. Future TRSAs should
not be implemented until Stage III service is sorted out.

Recommendation: ATPAC recommends to the Administrator that all
new TRSA implementation be halted until the
questions raised by ATPAC concerning services
provided and pilot unders-anding are answered.

:..

-.

Robert T. Warner
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Traffic
Control Adh 9?o220

Association, Inc$ Am co* (70J 5".5717

November 11, 1980

Mr. Glen A. Gilbert
2500 Virgina Avenue, N.W.
Washington, D.C. 20037

Dear Glen:

A two-day Seminar on Air Traffic Control In Terminal Area Operations will be held

at the Sheraton Naticnal Motor Hotel, Columbia Pike and Washington Boulevard,
Arlington, Virginia, on December 9 and 10, 1980. (See accompanying schedule.) This
Seminar will be conducted by the Air Traffic Control Asso:iation, Inc. (ATCA) in response
to a contract from the Federal Aviation Administration, and is open to the public. There
will be no admission charge or fees charged to attnd.

The Seminar objective is to fully consider and analyze the foUowing ATC topics and
problem areas:

- Use of Terminal Control Areas (TCAs)
- - Stage III services within Terminal Radar Service Areas (TRSAs)

- Stage II services in air traffic control

The first day of the Seminar will consist of presentations by an ATCA panel from the
various aviation disciplines. The second day of the Seminar will consist of a question and
answer session and statements by the public. Public participation is invited and encouraged.
Individuals desiring to make a prepared statement are asked to forward the text of their
statement no later than November 28, 1980, to facilitate scheduling on the second day of

Kthe Seminar. Forward your statement to:

Air Traffic Control Association, Inc.
2020 North 14th Street, Suite 410
Arlington, Virginia 22201

If you are unable to provide a text of your statement prior to the meeting, please

advise ATCA if you intend to make a statement. In view of the anticipated public response,
the Seminar Chairman may have to limit public statements to a maximum time of IS
minutes each. Because of this limitation it is especially important that written statements
be provided to be included into the record.

IT SHOULD BE NOTED THAT ALL PRESENTATIONS AND STATEMENTS MADE
AT THE SEMINAR WILL BE RECORDED VERBATIM AND BECOME PART OF ATCA'S
FINAL REPORT TO THE FEDERAL AVIATION ADMINISTRATION.

A51

9ediCated to FO UPS5 hi tM C lSC@ 011O air VtWC COntr01

-,? :.._-,_ . ..... , . , .Z ' - .



*. Pae 2

,REGISTRATION. Registration for the conference will begin at 8:00 am. on December 9.
1980, in the lobby of the Sheraton National Motor Hotel and continue through that day
until 5:30 p.m. Advance registration for the Seminar should be accomplished by using the
registration card attached to this notice and retuning it to the Air Traffic Control
Association as soon as possible.

HOTEL RESERVATIONS. In view of the short notice, reservations for hotel rooms should
be made directly with the Sheraton National Motor Hotel as soon as possible by telephone.
Telephone: (703) 521-1900. IDENTIFY YOURSELF AS ATTENDING THE ATCA
SEMINAR WHEN MAKING HOTEL RESERVATIONS so that you will receive the special
rates offered for the Seminar:

Single Room : $50.00 per day
Double Room : $60.00 per day

Please contact Don Francke, Air Traffic Control Association, Inc., at the above address
(Telephone: (703) 522-5717) if you have any questions regarding the Seminar.

Sincerely,

Gabriel A. Har
Executive Director

REGISTRATION FORM

AIR TRAFFIC CONTROL IN TERMINAL AREA OPERATIONS

ATCA SEMINAR
Decmber 9-10, 1980

Nanw Title/Rank

Cormpmny / Orgmaion -.. ..

Street Addres.

Ztyv ,_ _ _ _State , Z10

(PL EASE PRINT INFORMAI rION/
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ATC SIMINAR----OPEN TO THE PUBLIC

AIR TRAFFIC CONTROL IN TERMINAL AREA OPERATIONS

. Use of Terminal Control Areas (TCAs)
* Stage III Services within Terminal Radar Service Area [TRSAs)
" Stage II Services in Air Traffic Control

Date : December 9-10, 1980
Place : Sheraton National Motor Hotel, Arlington, Virginia

.CHEDULE OF EVENTS

TUESDAY, December 9, 1980

8:00 a.m. - 5:30 p.m. Registration In hotel lobby
9:30 a.m. - 10:00 a.m. Introduction by Robert 1. Gals, Chairman

10:00 a.m. - 10:45 a.m. William E. Broadwater, FAA Retired (Former FAA
AAT-200 and AAT-400)

10:45 a.m. - 11:00 a.m. BREAK
11:00 a.m. - 11:45 a.m. Daniel E. Barrow, Ant. Chairman, Sperry UN IVAC
11:45 a.m. - 1:00 p.m. LUNCH

1:00 p.m.- 1:45 p.m. Robert L McClure, Captain TWA
1:45 p.m.- 2:30 p.m. James R. Banks, Air Force Communications Command
2:30 p.m.- 3:00 p.m. BREAK
3:00 p.m.- 3:45 p.m. Richard L Collins, Sr. Editor, FLYING Magazine
3:45 p.m. - 4:30 p.m. Jack J. Eggspuehler, Prmident, Traveling Aviation

Seminars; President, NAFI
4:30 p.m.- 5:15 p.m. Robert 1. Gale, President, R. I. Gale & Amoclates

WEDNESDAY. Denber 10. 190

9:00 a.m. - 9:30 a.m. Revlew/Summary, Robert I. Gals, Chairman
9:30 a.m. - 11:30 a.m. Questions & Answers/Public Statements

11:30 a.m. - 1:00 p.m. LUNCH
1:00 p.m. - 5.00 p.m. Questions & Answers/Public Statements
5:00 p.m. Cloae of the Seminar Open Sessions

.
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U. S. Department of Transportation

Office of Public Affairs

Washington. D.C. 20590

FOR RELEASE THURSDAY FAA 57-80
October 23, ]980 Contact: Gerald Lavey

Tel.: 202/426-852]

FAA SEEKS EVALUATION
OF AIRPORT SAFETY ZONES

Federal Aviation Administrator Langhorne Bond has announced

that an independent organization has been hired to measure the

benefits of airport safety zones established by FAA at busy

terminals to provide better protection against midair collisions.

The assessment will be done by the Air Traffic Control Asso-
ciation of Arlington, Va., under a $94,634 contract.

Called terminal control areas (TCA) and terminal radar
service areas (TRSA), the safety zones are essentially blocks
of airspace surrounding major airports where strict operating
and equipment requirements apply or where special air traffic
services are available.

At the busiest terminal control area sites, such as New York
and Chicago, for example, pilots must have at least a private
pilot's license, must get an air traffic control clearance to enter
the TCA airspace and follow air traffic control directions once
inside. In addition, aircraft must have certain navigation and
communications equipment, such as a two-way radio and carry an
altitude-reporting transponder which provides controllers with
direct radar readout of the identity and altitude of the aircraft
under their control.

In the case of terminal radir service areas, pilots operat-
ing under visual flight rules (VFR) and maintaining separation
from other aircraft on a "see and avoid" basis may get the same
essential air traffic control services as instrument flight rules
traffic once inside the terminal area. That is, air traffic con-
trol provides them radar separation from other participating
aircraft to keep them apart. Although pilot participation is
voluntary, more than 90 percent of VFR pilots make use of this
service.

- more -
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Currently, there are 22 TCAs and 135 TRSAs in the U.S.,
with another 31 locations being considered as candidate sites for
TCAs and 28 for TRSAs.

Bond said the FAA is in the process of developing definitive
guidelines for establishing TCAs and TRSAs and "an independent
assessment from a professional society dedicated to the science
of air traffic control will help us find out whether we're on
the right track."

The contract with the Air Traffic Control Association calls
for the review of the current FAA procedures for establishing
and designing TCA and TRSA. The contractor also will analyze
existing TCA and TRSA locations in terms of safety and their
operational and economic effects on pilots and other users. In
particular, FAA wants to know whether the need for a TCA or

.- TRSA increases in direct proportion to the number of passengers
using a pa:ticular airport.

As part of its evaluation, the Air Traffic Control Associa-
* tion will hold a five-day sem inar later this fall. Part of the

proceedings will be open to the public. A report on the group's
findings will be delivered to FAA within 4our months.

Distr: A-WXYZE-2, A-FAT-7, A-FIA-0 (Limited), ZMS-403

.

U.A. DEPARTMEN'T OF TRANSPORTATION
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HELICOPTE , ASSOCATrION q/&
1156 15th St., N.W., Suite 610, Washington, 0. C. 20005 (202) 466-2420 Telex 89615

November 26, 1980

Memorandum No. 7

TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A. Gilbert
{HAA Program Manager

I. Enclosed are copies of FAA proposed changes to FAAH 7110. 65B,
para. 796 and 1121b. (Any specific comments should be sent to me
by December 15).

2. These portions of 7110. 65B illustrate a general problem with
7110. 65B insofar as helicopters are concerned, and that is that the
term "aircraft" is used when really the application is to fixed wing
CTOL'u, or in other words "airplanes".

3. 1 believe that our ATC 7110. 65B study project must give very
serious consideration to this question. Once such a differentiation is
made, however, this begs the question of what should be said about
helicopters in a given context.

4. Please include this perspective in pilot members' initial cut inputs.

:md

cl,

..
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Subject: Handbook 7110.651-1121.b.

le I.ACKGROUND:

The procedures in Handbook 7110.655-l121.b., require one of the
landing aircraft to be restricted from entering the intersection
of an intersecting runvay upon vhich another aircraft is landing.
Controllers Operations and Procedures Committee (COPCOM) has suggested
that the remaining portion of that runway for vhich the restriction is
applied could be used to expedite traffic by crossing the restricted
portion vhile the landing aircraft is approaching, or even on, the
other unrestricted portion of the same runvay.

II. PROPOSAL:

Allow aircraft to cross that portion of a runvay, restricted from use
by the landing aircraft, when applying the procedures contained in
Handbook 7110.651-1121.b. or Order 7110.75A.

In the case illustrated belov aircraft "c" could be cleared to cross
the approach end of Runvay 27 because the arriving aircraft "3" landing
on Runvay 9 is restricted from entering the intersection of Runvays
18/36 and 9/27 and, therefore, restricted from proceeding beyond
and onto that portion of the runvay taxiing aircraft "C" will cross.

*~Acft A just
,lanxd R4J 18

.. land /IW 9 and hlc
sh-rt of Rv/ 18/36

A t C cleared I
*i to a oss R/" 27
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S=m": Visual A~Oad-as; PrPS Cwxqe to inu 7110.65B-796

1. BAOKG= :

SL= advent of charted visual approaches, Qhich wre designel primaily
to minimize c Lmity noise buens, take advantage of the pilot's
abillty to povide his/her O course guidan to the rnway thruh
the use of visual cues.* The hazd~k, as currently writtam, stas
that an aircraft not foIllouing another aircraft must have the airpot
in sight before a visual approach clearance can be iusi.

S.ile the successful executi of mst of today's charted visual approaches
clearly require the airprt to be in sight due to a lack of prominent
gec.graphical features, there are soe instances where pinent
ygapf4.cal features are available and, in fact,, can provide the primary
navigat o-,al guidance to the runway. M-Ae those features (e.g., a
river) are available, significant noise redction benefits may be
rea.lzed since the use of thoe promint gecgraphical references
SWO-4d allow an aircraft to avoid noise sensitive areas a significant
distance franr the airport. Occsioal1y, howver,. the point from
whach the visual approach coulA begin under the pro osed cnept
wa~ld be beyand the distance which would allow a pilot to positively
repot the airpt in sight. T efore, the available otios are
(1) preclude this use of charted visual approaches when the airprt

cann-o.t be positively reportd as being in sight, thereby sacrificing
the noise reductio benefits, or (2) permit them, provided the
prcminet geograph.ical reference prviding visual navigatinal
guidance to the runway has been reported as being in sight.

It wld seeu logical and likely that if the pilot can sight and
ps.ively identify the pr=%inent geograpical reference associated
with the charted visual approach at an early stage of the approach,
the flight cC:)d.is are such that the airt will also be sighted
and identified at a latex stage (and louer altitude) in wmle tirm
to execute a successful landing. Howver, if that assumptio is
judged to be inadequately positive, additioal phraseclogy can be
intruced would instuct the pilot to report the airptrt in

* sight to the tower.

Because the issue is strictly how an aircraft proceeds frm a pint
aln the visual approach path and des not alter the procedures for
separating that aircraft fro other aircraft, w are onfident that
there w be no =qse in aviation safety due to this proposal.

796. VISAL APPRab 796. VIML APPFCA=

c. Clearance for visual aproach. c. Clearance for visual approach.

A radar contoeod dsft may be dwed for ( change.)
a vi'usi approad p.,0 d: Ua'e eonz with
"t.fr aircaft have hm raolved: the ahu.*w is
and em riuaa in VTR soditiona; and at a
SaDed arport. Or w is informed of &be
aircraft'$ Pltiof -K~ to, Hobm maio
t'mnau. and Ask



in6~1.tjf a ~ u~gw~n~ fr -~u. (No Change.)
am en a iibmmmy iro th arp a

I*K 40mtlam may kdd a Wins) or$oMy TaIV & V*3AW I Lu pCoY~d t Of
eIM WAgUndor the. ~ru the pl of ma
(1) an WC appibl. ad a iMM'r 0rd abigmion

MW 1 NO 01h~rft A OP~iMVb~ 941bW (No Cdafle.)=Wkim a m m a pabidg two.
M&a *m S-AM! Au I*ay be mmd to' 6fr

the towe If a Fodkiy Dkomwe or Lamw of Agrammt
qie.. M~ andimom a 210dw Pm (No Chane.)
ma.u.'w~m-Anirpwt ~ wiss 32 Antval

Informmnon by Apprd Coonral Facss. 392.
(1) An &be%&~ nK 6owbW anotber sft (N hav.

so apro&6 mpot ong the afrport, or

(2) An airaft being positcne
(N/A) fCi a charted visual approach,

not f oflong another airrraft,
rep~rts sighting the pronenrt
geographical feature(s) '.*ich
pwides the visual. navigation~l.
guidance required fcr the aproac-.,
or

(2) An uircraft rWoU sighting a precedig
aircraft landing on the sme runway, and bm (No change.) (Pmrzoberd to (3))

b~nkm~tedto Ma t. 0r

"ua4~imem-"C Fiv R& Novenber o0OW
tit hnay Amra D~c im Cleard for a Vaull AP-
vroecb to RamWaY Omin CW~on. wake wzbuk~e.'

(3 n auraft yeorta mghtig a P'
Ce~~g wmaft approach to a N£h~. Rwz-rt 4.

psrleI runway separated by leon than 2.5W0 ~ cag. Re~rt 4.
feet and all airmft involved an iformed
that approaches am being conducted to the
PanIlel runway (DO NOT PERMIT A
HEAVY AIRCRAFT TO OVERTAKE
ANOTMR AmRCRAF1), or
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(5) An aicraft report the airot

(4) An shrraft reports the akport bat c the promet ge cl
*not the preceding aireraft in sight, provided featzra(s) !sj~ird for a

-a- separation is maintained or both air- charte visual apoach ht nt
the prcein aircraft in sight,waft aus sighted by the local controlher and p radar separation is

visu- separation b provided. In either cae, aie " cc b ar
wake trbuence separation must be applied s gt ed by th c al coaa l re

-- as appropriate, or l c':o.e"
and visual separation is provided.

VIsme ftftmsi-Wake Turblmn, Ch apt C.In either case wake turle e
separation mist be applied an

(5) When uizng converging runways or a
parlel . rnways separated by 2,500 feet or
more, one of the conditions in paragraph
.%- c.(1), (2), or (4) muft be present and AU
aircaft involved are informed that other
arriving airr are using the other runwsy, ( c (Rnhed t (6).)

- - and

7-,- ow M Nse-Wie coducting xmultLn-
e, visual approaches to parael or convergng rn-
ways, or visual approaches to one runway and in-
.a-m.cmt approaches to the other, separaton must be ( cPu'qe.)
maintained =W the airmf cnducting the visual
approach has rwceirved and ackowledged for a visua)
approach carsnca.

(6) USAFIUSN NOT APPLICABLE.
When a charted risml approach procedure is
used, spcf the published name of the pro-
ceduue and the landing runway in the clear- (No change.) (PMa=bhr,- to (7).)
ance.

4.* AMMSTMT'7 OMR-ICN:

We uculI4 appreciated your cosideration and candid coments on this proposal
and the argumnt, and opt±aw discussedI in the BACM=. If you have
anyquestion~s o iht discuss this topic, pleas contact Stephean M.

IAl" nia, AAT-320.21 (202) 426-8532.

,:.i. PAUL H. ST ,TkMa.=

Acting Cief, Opera and Proced.zes; Branch
ATC Owatics and Prcde Di iin
Air Traffic ServIce
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HELICO.PTER ASSOCIATION

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

MEMORANDUM NO. 8

December 29, 1980

TO: HAA HELICOPTER ATC STUDY WORKING GROUP

FROM: Glen A. Gilbert
HAA Program Manager

1. Enclosed for your information is a summary report pre-
pared by Tirey Vickers on the TCA/TRSA seminar held on
December 9 and 10, 1980

2. Please note especially the comments re ATC Handbook
7110.65B on page 7. Your comments or recommendations
are invited.
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TKV--12-15-80

THE TCA/TRSA SEINAR

Background

Beginning in 1970, the FAA established 21 Terminal Control
Areas (TCA's) to place certain constraints on VFR operations
in the vicinity of the busiest air carrier airports. These
TCA's covered all airports which enplaned 2.5% or more of
the nation's airline passengers. In 1978 the FAA lowered
the figure in the TCA establishment criteria to 0.5% of the
nation s enplaned passengers. This covered 44 additional
terminal areas. When the proposal to establish these 44
TCA's was published as part of Notice of Proposed Rule Making
(NPR') 78-19, it stirred up a hornet's nest of protest, most-
ly from general aviation users. This resulted in 43,000
written commaents, 1600 Congressional letters to be answered,
and from 20 to 50 phone calls a day to FAA Headquarters, over
a 3-month period.

The FAA reconsidered the matter and withdrew 16 of the
proposed TCA's from further consideration. They also asked
ATCA (The Air Traffic Control Association) as an independent
organization, to determine the effectiveness of TCA's and
Terminal Radar Service Areas (TRSA's), to evaluate their
current establishment criteria, and to recommend changes
where appropriate. ATCA assembled a study group of know-
ledgeable experts, under the direction of Don Francke as
Project Manager. Each member was asked to do his own re-
search and prepare a paper on his own views of the subject,
without reference to the other members of the group. These
papers were presented at a seminar "Air Traffic Control
in Terminal Area Operations" which was held at the Sheraton/
National Hotel in Arlington, VA, on December 9 and 10, 1980.
About 80 persons, including 4 from Canada, attended this
meeting.

Panel Sessions

Chairman of the Seminar Robert I. Gale, President of
Robert I. Gale and Associates, introduced the other members
of the study groups

William E. Broadwater, Former AAT-200 and AAT-400

Daniel E. Barrow, Sperry Univac

Capt. Robert L. McClure, TWA

James R. Banks, Air Force Communications Command
Richard L. Collins, Editor, FLYING MAGAZINE

Jack J. Eggrpuehler, President, NAFI
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All the panel members were pilotsi those who had been
controllers had a grand total of 130 years of ATC experience.

Mr. Broadwater discussed the history of regulatory air-
space actions and the rationale behind the establishment
criteria for TCA's.

* Four of the speakers concurred in the idea that the con-
cept of basing the TCA criteria on the number of enplaned
passengers was meaningless; ATC separates aircraft, not
passengers. Mr. Gale suggested that the criteria be based
on traffic density and complexity. The density index would
Incorporate total operations, instrument operations* and
traffic mix (the ratio of high performance to low perform-
ance aircraft)I complexity would involve the proximity of
other airports, terrain, obstructions and other factors
which would tend to constrain the free flow of traffic.
This would require the study of candidate locations on a
site-by-site basis before any decision was made that a TCA
was warranted.

The need to get user groups Into the planning operation
early was recommended by several panel members; a large
percentage of the 43,000 written comments complained that
the FAA had presented the plan. for proposed TCA's# without
prior coordination with user groups or adequate considera-
tion of general aviation needs. Some of the other written
comments complained that the FAA personnel who attended the
public hearings had no decision-making authority.

Several panel members urged the simplification of the
rules and procedures. With 3 sets of requirements for
flight in TCA's, and 3 stages of radar service available
in TCA's and TRSA's, many controllers as well as pilots
are confused; and such confusion can increase the hazard
of terminal area operations. One speaker reported that
there Is one near miss for every 56,000 operations, in the
existing TCA's.

The vast majority of near misses and actual mid-air
collisions in TCA's occur when one of the aircraft is not
communicating with, or is not seen by, ATC. Part of the
problem may be due to ipnorance of the details, which aru
published in the AIM. Many pilots do not get the oppor-
tunity to read the AIM. Although there are over 800,000
pilots in the USA, only 23,000 copies of AIM are printed
and a large number of these go to government agencies.
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Another part of the problem is due to the very arbitrary
and complex shape of the TCA's. Some, like the one at St.
Louis, are based on radii from the radar station. In this
case, a pilot who wanted to circumnavigate the TCA could
have a difficult time in determining whether he was inside
or outside the TCA and could intrude on it inadvertently.
Several speakers recommended that TCA's be centered on a
VOR/D, E facility so that pilots with VOR/DME equipment could
quickly determine their position in relation to the TCA boun-

N. daries.

Another problem is that instructors teach toward the FAA
Pilot Examination Requirements, which include very little
material on ATC, or TCA or TRSA services. Several speakers
recommended that pilot examinations be changed to require
more knowledge on coping with TCA's, and that the flight
and ground school instructors need to be upgraded with the

Nproper knowledge.

There was considerable discussion as to the best way to
make sure that presently certificated pilots got the word
about TCA's and TRSA's. It was noted that Jeppesen fur-
nishes a service which carries changes in the AIM. Two
panel members thought it would be a good idea for the FAA
to furnish an AIM subscription to each pilot, either free
or by covering the cost in a fee for the pilot's license.
Others expressed doubt that some pilots would get around
to reading AIM even if they got it, or would remember it
when they needed the information. The biennial flight
check was recommended as a good opportunity to see that cer-tificated pilots eventually received the appropriate in-

formation. Mr. Collins said the best place to put the
necessary data would be to print it right on the chart
itself. This would put it at the pilot's fingertips at
a time when he had a need to know.

Several panel members urged simplification of the var-
ious stages of radar service. ATC cannot guarantee sep-
aration from VFR traffic. One speaker recommended that
the VFR separation responsibility remain with the VFR
pilot and that the ATC separation responsibility, as de-
scribed for Stage III, be deleted. Others thought that

v Stage 1I should also be dropped.

Another speaker characterized the 44-TCA program as
N procedural overkill" and said that the FAA had not given

military requirements enough consideration when setting up
NP R 78-19. He said that many VFR pilots are not equipped,
or are intimidated by TCA's, and prefer to go around or
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under them, rather than going through the hassle of
trying to get a clearance through the TCA. As a risult the
presence of the TCA tends to increase the VFR traffic den-
sity around the outside of the TCA envelope. If there is a
military field in this vicinity (such as Scott APB, just
outside the St. Louis TCA) a situation is created in which
the 'FR traffic gets into conflict with high-performance
military aircraft. Other speakers agreed that the increased
VFR traffic density just outside the TCA envelope, or through
low-altitude access tunnels under the TCA, can create a very
risky collision hazard, as attested to by numerous incident
reports.

Most TCA's extend up to 7000 or 8000 feet; most departing
et transports pop out of the top of the TCA 18 to 20 miles
rom takeoff. Airline pilots and operators want to see the

TCA's extended up to the floor of the positive controlled
area (PCA). This would require a radius of 42 NM if the
present wedding cake configuration was followed.

One speaker described the concept of upper corridors
connecting the top of the TCA with the floor of the PCA.
This would require less airspace than enlarging a circular
TCA to a radius of 42 NM (84 miles across).

He also described a corridor concept in which tha+
portion of the TCA below 5000 feet would be revlaced by
a PIADA (Protected Instrument Approach/Departure Area); this
would include a descent corridor with a slope of 300 ft./
NM, and a climb corridor with a slope of 800 ft./lNm.

These corridors would be aligned with the extended
centerlines of the arrival and departure runways in use.
When the direction of arrivals and/or departures was
changed the corridors would be changed accordingly. This
concept would embody less cubic miles of airspace than the
typical TCA, but would tend to limit the vectoring flexi-
bility possible with jet traffic. If all arrival vector-
ing had to be accomplished before the aircraft left 5000
AGL (in order to keep the arrival within protected air-
space) the final approach path would have to be at least
16 2/3 N long. The longer the final approach, the more
aircraft have to be on final approach simultaneously, in
order to keep the approach path full. This tends to make
the spacing less accurate, which in turn reduces the land-
ing rate.

Another possible problem with the PIADA would be the
ftcomplexity of charting it for each of the runways which

would be used. However, it was suggested that the concept
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be tested thoroughly in simulation, to see whether practical
solutions could be found.

It was suggested that the FAA chart preferential VFR
routes which would stay clear of TCA's where possible. This
might require the addition or relocation of certain navaids,
although aircraft using RNAV probably could negotiate most
of these routes without changing any ground facilities.

One problem today is that many general aviation aircraft
do not have Mode A transponders; only a small percentage
have Mode C (altitude encoding). Several of the panel mem-
bers pointed out that ATC surveillance of VFR traffic could
be facilitated tremendously if the entire general aviation
fleet had Mode A and C transponders. It was suggested that
the economic resistance to this improvement could be eased
if legislation were passed to allow an income tax credit to
be claimed for the purchase of such equipment, in a manner
similar to the tax credit presently granted for the purchase
of home insulation.

The need for reliever airports was pointed out by several
speakers, as a means of offloading some of the main terminal
airports and TCA's. It was emphasized that the reliever ports
must be instrumented with approach aids to handle IFR oper-
ations. The importance of adequate hangar facilities at
reliever airports was stressed, as an incentive for general
aviation owners to move away from the big terminal airports.

Audience Participation

The second day of the seminar was devoted to audience
participation, this included a question and answer session
plus an opportunity for members of the audience to make
statements for the record.

One of the conference attendees advocated a keep 'em
high program for jets and a keep 'em low program for piston-
powered aircraft, leading to a system in which traffic would
be segregated by speed class, in 3 altitude strata, with a
required minimum speed for each altitude stratum. He stress-
ed the need for one-way airways, and STOL (stub) runways.
He thought that the problem of unknown or non-communicating
aircraft in the TCA could be reduced, by increasing the VFR
visibility requirements in TCA's to 5 miles.

Concensus:

Although no magic answers were apparent, a number of
points of agreement had been arrived at independently by
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the panel members. The main points are listed belowl none
of them were challenged from the floor.

1. Pilots and controllers are confused by the overly
complex TCA/TRSA rules and procedures simplification
is desirable.

2. Pilots tend to relax their outside surveillance when
they think they are under radar control.

3. Many primary radar targets are not seen by ATC at
critical times.

4. The greatest proportion of near misses involves one
aircraft which is not known to, or not communicating
with, ATC.

5. Many VFR pilots are intimidated by TCA's and try to
detour around or under them. This shifts the VFR
traffic load, sometimes causing greater risk to the
traffic of adjacent airports.

6. Pilots do not get enough instruction on how to cope
with the ATC system. Part of the problem is that
most pilots get no opportunity to study the Airmans
Information Manual. Since this information is cov-
ered only sparsely, if at all, on pilot certificate
examinations, many flight instructors are not fluent
on it, either. Upgrading of flight instructors is
necessary.

7. There appears to be no relevance in continuing to
use the annual number of enplaned passengers as a
criterion for flagging a specific airport as a can-
didate for a TCA.

8. Each airport has a different traffic problem, with
different demands, constraints, and limitations,
which need to be evaluated in detail before the
decision is made that a TCA is warranted.

9. The FAA could use some improvement in its techniques
for dealing with its users. In particular, users
should be brought into the planning of a TCA at an
early stage.

10. Adequate reliever airports, lighted and instrumented
for night and IFR operation, would help to relieve
congestion at the major hub airports.
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Re'ort

The ATCA Study Group is drawing up its draft report for
submission to the FAA. After publication, (probably in the
spring of 1981) single copies of the final report are expect-
ed to be available from,

Dave Anderson
AAT-10 Federal Aviation Administration
800 Independence Ave., S.W.
Washington, DC 20590

Phone, 202-426-3540

Application to ATC Handbook 7110.65B

The general tone of the meeting appeared to call for a
simplification of TCA rules and procedures, in particular
the elimination of Stage III radar service (li Mfl lateral
or 500 ft. vertical separation of VFR aircraft from other
VFR or IFR aircraft) within TCA's and TRSA's. Depending
on how the final recommendation is worked out and accepted
by the FAA, this could result in the deletion, or extensive
modification, of Paragraphs 1280 through 1287 of the ATC
Handbook.

There is a somewhat lesser possibility that Stage II
service may also be recommended for elimination. This
could call for the deletion or modification of Paragraphs
1250 through 1266 of the Handbook. Stage I has just been
renamed "Basic Radar Service".
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TCA REQUIRV.:ENTS

from FAR 91.90

TCA GROUP
REQUIREIENT

I II III ___________________________

• . Authorization from ATC prior to entry

e 0 Large jets operating to or from primary airport
remain above designated floor of TCA

• A/C holds at least a Private Pilot Certificate

.1 e e 01 VOR/TACAN receiver

" • • 2-way communication maintained with ATC

.2 e2 03 Mode 3/A 4096-code transponder

e2 03 Mode C altitude encoder

Legend

1 Not required for helicopters
* 2 Not required for helicopters operating under 1000 A0L

3 Not required if 2-way communications is maintained
with ATC and pilot provides position, altitude, and
proposed flight path prior to entry

* Requires letter of agreement with Tower per FAR91
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N HLICOPTER ASSOCIATION 1&W

1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

November 3, 1980

TO: MEMBERS HAA ATC SUBCOMMITTEE
MEMBERS, HAA TERPS WORKING GROUP

CC: JOSEPH MASHMAN, Chairman, HAA IFR Committee
MEMBERS, HAA IFR COMMITTEE
ROBERT A. RICHARDSON, HAA Executive Director

PROM: GLEN A. GILBERT, Chairman, HAA ATC Subcommittee
Chairman, HAA TERPS Working Group

StIBJECT:COMBINED ATC/TERPS MEETING, JANVARY 20. 1981

1. This is an advance notice to advise you that there will be a corn-
bined ATC and TERPS meeting on Tuesday, January 20, 1981, in Anaheim,
CA. during the HAA 33rd Annual Meeting and Industry Exposition. The

* meeting will be held from 9:00.AM to 12:00 N in the Garden Room I of the
Inn at the Park, (across parking lot from Convention Center).

2. The first portion of the meeting will review the then status of a
study now being commenced by the HAA for the FAA to modify (as appro-
priate) air traffic controller procedures (FAA Handbook 7110. 65B) for the

* purpose of facilitating the handling of helicopter operations (IFR, HSVFR,
VFR) in the ATC system. This project also may lead to correspoiding
changes in the Airman's Information Manual (Basic Flight Information and
ATC Procedures. ) Other ATC/helicopter matters also will be discussed
at the meeting.

3. In the second portion of the meeting, attendees will be briefed by
* FAA personnel on the then status of FAA's program for updating TERPS

criteria, which are expected to lead to extensive modifications in the United
States Standard for Terminal Instrument Procedures (TERPS), FAA Hand-
book 8260. 38. The future role of the HAA TERPS Working Group in this
program also will be discussed.

4. At this time, I would like to update my roster of members for the
ATC Subcommittee and TERPS Working Group as well as ascertain an

" approximate attendance list for the January 20 meeting. Therefore, I would
appreciate it if the enclosed questionnaire would be completed and sent to
me by December 1st.

S. Persons currently listed on either or both rosters who do not
*' respond will be dropped from the new rosters.
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Helicopter Assodation of America
1156 15th Street NW Suite 610
Washkigton. DC. 20005
202466-2420 Tex 89-65 The Prom ise...
Robert A Richard.or Executive Director

Steph~en K Schuldenfrei, NMeeting CoordinatorFu il d
HAA ATC/TERPS PROGRAM

Room 7 - Anaheim Convention Center
9:00 am - 11:30 am - Tuesday, January 20, 1981

9:00 am - 9:10 am Opening Remarks Glen A. Gilbert
Chairman,
HAA ATC Subcommittee and
HAA TERPS Working Group

9:10 am - 9:40 am FAAIHAA R&D Helicopter ATC Raymond Hilton
Procedures Study (FAA Handbook Federal Aviation Administration,
7110.65B) Washington, DC

Glen A. Gilbert,
Members, HAA Study Group

9:40 am - 10:00 am FAA Air Traffic Service Glenn Leister
Procedures Activities Federal Aviation Administration,

Washington, DC

10:00 am - 10:15 am Open Discussion on Future Role of
HAA ATC Subcommittee

10:15 am - 10:45 am Study of Helicopter Performance Glen Adams
and Terminal Instrument Federal Aviation Administration,
Procedures (FAA-RD-80-58) Washington, DC
Study of Heliport Airspace and
Real Estate Requirements
(FAA-RD-80-107)

10:45 am - 11:15 am FAA Program for Revision of Roger Baker
TERPS Manual (FAA Handbook Federal Aviation Administration,
8260.3B) Oklahoma City, OK

11:15 am -11:25 am Open Discussion on Future Role
of HAA TERPS Working Group

11:25 am - 11:30 am Closing Remarks Glen A. Gilbert
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EIICOIPTUR A SOCIATION (060U&&
1156 15th St., N.W., Suite 610, Washngton.D. C. 20005 (202) 466-2420 Telex 89615

January 5, 1981

TO: ATTENDEES, HAA ATC/TERPS JOINT MEETING

January 20, 1981

FROM: Glen A. Gilbert, Chairman

REFERENCE: FAA-RD-80-107
Study of Heliport Airspace and
Real Estate Requirements

FAA-RD-80-58 Study of Heliport Performance

and Terminal Instrument Procedures

1. Enclosed herewith are comments on the referenced documents
prepared by Dick Stutz, Chairman of the HAA's Heliport/Air-
ways Action Group (HAAG).

2. These comments should be considered in the light of the
presentations at the joint ATC/TERPS meeting made by Glen
Adams, FAA Washington, and Paul Rogers, FAA Oklahoma City.

3. Inputs and comments from attendees are invited.
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'-" FAA-RD-80-107 Study of Heli port Airspace and Real Estate Requirements

5.4 Real Estate Requirements

The basic philosophy for recommendations in this section of the

study is that future heliport real estate requirements accommodate

all helicopters currently certificated for IFR operation in the

United States. Since ADAP grants are tied to meeting requirements

of the Heliport Design Guide, this would severely restrict the

development of suitably small heliports in metropolitan areas for

high performance helicopters in the future. An analogy in airport

development would be to require all airports receiving ADAP grants

to accommodate all IFR certificated airplanes, such as Boeng 747.

It is recommended that the helicopter performance requirements

for each heliport be documented, as the basis of approval for

specific operations, such as climb angle required within a certain

distance of the edge of the take-off area rather than having a

single blanket requirement for all heliports, as recommended

in the report.

5.5 Airspace Requirements

The philosophy for recommendations here is to stay with the

established minimum 20:1 IFR approach/departure/obstacle

clearance surfaces established many years ago for operational

helicopter of the 1960's. This will severely restrict the

development of new all weather metropolitan heliports by

requiring, for example, that no obstacle of more than 200 feet
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height be beneath the approach-or departure surface If at ground

level for a distance of 4000 feet from the take-off area. Even

If the real estate were available, it permits long slow/

helicopter approaches and departures that could be unsatisfactory

from a noise abatement point of view.

It is recommended that approach/departure obstacle clearance slope

by up to at least as steep as for the present visual heliport, 8:1.

This will foster the development of new smaller metropolitan

heliports and high performance civil helicopters and provide orderly

transition from IFR to VFR operations.

5.1n Crite'ia for Curved Flight Paths

The recommended double-standard-rate-of-turn at 60 knots may not

be flexible enough for future operations. It is recommended that

ever lower speeds be included.

GENERAL COM1,7ENT S

The overall philosophy of the study seems to be to improve the sAfety

of operations of existing helicopters from existing heliports. This

is in contrast to developing criteria for modern technology helicopter

operations in the metropolitan areas of the 80's and 90's, an original

goal of the FAA's Helicopter Operations Development Progran.

It is recommended that the study be reuriented to develop heliport

criteria to foster the safe increase of the capacity of the national

airspace through modern technology all weather helicopter operations
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recognizing the restraints on availability of airspace, real estate and

noise prevalent In the 80's and 90's time frame.

FMA-RD-80-58 Study of Helicopter Performance and Terminal Instrument Procedures

GENERAL COMMENTS

This is a good review of current instrument certificated helicopter

performance and TERPS criteria. However, as in the Study of Heliport

Airspace and Real Estate Requirements the basic philosophy of increasing

the capacity of the national airspace through the development of new
CIt helicopter IFR operations procedures is not really pursued. Special problems

for unique steep slow approaches for helicopters and V/STOL aircraft are

discussed but much needed criteria and associated helicopter performance to

qualify for discrete helicopter approaches, departures and separation

standards are only briefly addressed.

It is recommended that the study be expanded to include discrete helicopter

terminal procedures, including not only approach angles but also approach

speeds, obstacle clearance, holding patterns and separation standards that

- will qualify the helicopter for discrete terminal airspace. This should

include approach/missed approach/departure angles of from 6 degrees at

60 knots to 12 degrees at 30 knots, which will assure at least C:1 obstacle

clearance planes at speeds 1/2 those of slowest airplanes. Such data

will provide both the designers of modern technology helicopters and those

who allocate real estate and airspace with valuable guidance.
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HAl ATC SUBCOMMXrTTE- Mr. James Ctu_'pia
MEMBERSIP ROSTER 195 Broadway Corp Mr. Tony Johnson
(2/20/81) Morristown Municipal Airport Houston Helicopters Inc

Morristown, NJ 07960 P.O. Box 830
Pearland, TX 77581

Mr. John Anderson Mr. Bruce E'ion Mr. George Jones
- Digital Equipment Corp Bell Helicopter Textron Colgate PalmoliveHangar #5 52 Old Meadow Plain Rd Hangar 12, Hanscom Field Swubury, CT 06070 Newark AirportBedford, MA 01730 Newark, NJ 07100

Mr. Robert Chaves Mr. Jay D. Fuller Mr. Joseph C Kettles, Island Helicopter Corp NY State Div. of Aviation Petroleum Helicopters Inc.North Ave Albany County Airport 3 Mimi CourtGarden City, NY 11720 Albany, NY 12211 Northfleld, NJ 08225

Mr. Thomas Chestnut Mr. Glen Gilbert Mr. Arthur LlebowitzDigtal Equipment Glen Gilbert Associates Wheelabrator-Frye Inc
Hanscom Field Suite 605-S Hangar #841

2500 Virginia Ave NW Municipal AirportBedford, MA 01730 Washington, DC 20037 Manchester, NH 03103

Mr. Jack Childs Mr. Decker Goetz Mr. Roger LoomisAllied Chemical Corp. Mack Trucks Inc. Warner LambertMorristown Municipal Airport Box M Morristown Municipal AirportMorristown, NJ 07960 Allentown, PA 18100 Morristown, NJ 07960

Mr. Larry K. Clark Mr. Richard F. Hodgkins Mr. Roger MitchellBeliflight Systems Heliport Consultant International Coal Co.~P.O. Box 128
Conro., TX 77301 Drawer 807 119 W. Washington St.,.".oe Hyannis, MA 02601 Lewisburg, WV 24901

Mr. Francis J. Curnow Mr. Charles E. Johnson Mr. S. Duane Moore,* AlrKarnn, Inl. Evergreen Helicopters of Alaska Chief Helicopter Pilot* Bradley Intern ona, l Airport P.O. Box 500 Illinois Dept. of Transportatcr,Wlor ks, CT 0096 Anchorage, AK 99510 Dlv. of Aeronautics
Capitol Airport

Springfield, aL 62706
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ATC Mr. Bm LR. Starnes
(2) Pittston Co. Coal Group

p 2 of 2 Appalachian Helicopter
Pilots Aun
1391 Main Street
Lebanon, VA 24286

M.on eh Mr. Michael L Stephan
Mr. John Meehan President

1619 Cherry Blossom Lane Appalachian Helicopter
Point Pleasant, NJ 08742 Pilots Asm.

135 Norrington Drive
Pittsburgh, PA 15238

" Mr Peter Sweeney Mr. Richard G. Stutz
Chief Pilot Sikorsky Aircraft
RCA Flight Operations North Main StreetMercer County Airport Stratford, CT 06602
Trenton, NJ 08628

Mr. Wayne Patin Mr. Ray Syrs
Air Logistics Ronson Aviation
P.O. Box 90879 11 West 16th St
Lafayette, LA 70505 Linden, NJ 07036

Mr.-J. C. (Jon) Pellow Mr. Tirey Vickers
Helicopter Canada Study Integration
185 George Craig Blvd N.E. 1906 Wooded CourtCalgary International Airport Adelphia, MD 20783
Calgary, AlbertaT2E 7H3 Canada

Mr. Jack Powers Mr. Craig Wheel
View Top Corporation Atlantic Aviation
Hangar A P.O. Box 15000
Westchester County Airport Wilmlngton, DE 19850
White Plains, NY 10609

Mr. Donald W. Richardson Mr. Charles Wolfe
Systems Control Inc. NY State Div of Aviation2326 So. Congres Ave Albany County Airport
West Palm Beach, FL 33406 Albany, NY 12211
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H EICOPTER ASSOCIATION
1156 15th St., N.W., Suite 610, Washington, D. C. 20005 (202) 466-2420 Telex 89615

MEMORANDUM NO. 9 February 20, 1981

TO: HAA SPECIAL HELICOPTER ATC STUDY WORKING GROUP
HAA ATC SUBCOMMITTEE

CC: Ray Hilton - FAA Technical Monitor
Glenn Leister - FAA ATS Liaison

FROM: Glen A. Gilbert, Program Manager,
HAA/FAA Helicopter ATC Study Project

1. The HAA review of the FAA's Air Traffic Procedures Handbook 7110.
65B has now reached the stage where inputs received from the HAA Special
Helicopter ATC Study Working Group have been incorporated into a first draft
report (as of 2/12/81), copy of which is forwarded herewith.

2. For those recipients of this Memo who may not be acquainted with
this project, last Fall the FAA requested the HAA to undertake a detailed study
of Manuti 7110. 65B (procedures for air traffic controllers) for the purpose
of recommending any changes considered necessary to facilitate helicopter
handling (IFR, VFR, special VFR) by controllers. As HAA program manager,
I then set up a special HAA, working group to assist in performing this task.
The enclosed document is based on inputs from this Working Group.

3. In reviewing the enclosed draft, I am asking members of the ATC Study
Working Group to give this draft their most careful attention and send me their

final inputs no later than March 16. Please include not only any cornu-ents
on the contents of the enclosure, but an; other iterns that members think have

- been miss.-d and should be included.

4. As Chai-man of the HAA ATC Su' c m.nrnittee of the HAA's IFR Corn-
raittee, I recently requested r.-ccnfirr.ationr of membership in this Subcommitlee.
On Januairy i3, 1981, a pecial meetnZ of the Subcommittee and the HAA's
TER? S Working Group (of which I also am chairm."r.) was held at Anaheim
in conjunction w.n the HAA's annial confercnce. At that time the attendees
were briefe'_ an "hc HAA A7C study, and I advise "- that the Subcommit~ee would
be brought into the final review staae of this project. Hence, I am addressing
this Memo to member- n the updated Ai-C Eubcorr.-nittee roster (35) and will
appreciate any inputs :he-l :nay have (s:-r.e as in paragraph 3 above), also no
later than March 16.

5. Utilizing inputs derived per paa- 3 and 4 above, the first draft of
. the HAA Final Report will be sent to the 7AA for review and comment. The
. HAA Final Renort will then be trrned over to the FAA by April 30.

6. Send all responses to t!.is Memo to:

Glen A. Gilbert
2500 Virginia Ave., N. W.
W shington, D.C. 20037 Tel: (202) 965-0765

7. Fullest coceration by all will be greatly appreciated.

VA .G .. A7 8



EXISTING PROPOSED
Page 10

4 35. MINI.IUM FUEL 35. (no change)
If an air=raft declares a state of "minimum

fuel," inform any facility to whom control
jurisdiction is transferred of the minimum fuel
problem and be alert for any occurrence which
might delay the aircraft en route.
35. Note.-Use of the term "minimum fuel" indicates
recognition by a pilot that his fuel supply has reached
a state where, upon reaching destination, he cannot
accept any undue delay. This is not an emergency

* " situation but merely an advisory that indicates an
emergency situation is posaibe should any undue, delay occur. A minimum fuel advisory does not imply
a need for traffic priority. Common sonse and good

judgment wM determine the extent of assistance to be
given in minimum fuel situations. If, at any time, the
remaining usable fuel supply suggests. the need for
traffic priority to ensure a safe landing, the pilot
should declare an emergency and report fuel remain-
ing in minutes.

36. HELICOPTER FREQUENCY CHA14GE
Avoid issuing a frequency change
to single-piloted helicopters
while taxiing, hovering, or flying
near the ground. If in doubt,
query the pilot as to his ability
to change frequency. In an emer-
gency or critical situation, relay
the necessary control instructions

(insert) until the pilot is ableto change""t frequency.

36. NOTE. Most single-piloted
helicopters require the use of
both hands and feet to maintain
control. Although control fric-
tion devices assist the pilots
changing frequency could result
in loss of control.

36-39. RESERVED - 37-39. RESERVED (Renumbered)

RATIONALE. There is a need to alert
controllers to the potential hazard
involved when a single piloted heli-
copter is requested to change radio
frequency when operating near the
ground.
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EXISTING PROPOSED

Page 21
87.a. AIRCRAFT IDENTIFICATION

(3) T7pe only, if no conftion or mis-
identifiention Is likely.

b. Air Carrier:
(1) 'Mannufacturer's narme or model.
(2) Add company name or other identi-

fying features when corifusion or miidcntifi.
cation is likely.
93.b. I.aM;t,,.- (Correction)

"Lockhe3d ten-elcven." "American seren-oh- .*-"Lockheed ten-eleven" ....
seven." "United seven thirty-seven."

U.b. Note.-TER.IIM.4L: PioLs of 'nterchang2' air.
craft are expected to inform the tower on first radio
contact the name of the operatinr, company and trip
numbtr, followed by the cornpnry name as displayed
on the aircraft, and aircraft type.

c. General Aiation and Air Taxi: (Inserts)
(1) Manu;acturcr's morcel, name or des-

ignator.
(2) Add color .when conridrred advan-

tazeous. .(3) Add HELICOPTER when consid-
ag e.e. ;- ered advantageous.

.... -Tr;-Pacer." "PA t,. tnty-t' o."

" G •T_ "Yellow Xughes helicopter"

d. Mhen issuing traf.j% irformation, to air-
craft cleared for a %s'-uR! aPproa.ch, spccify
the word "heary" when you know the trafric
is a heavy aircraft.
aa. Exsm;':s.-

"Heav" C one forty-one."

$9-. F.SERVED

RATIONALE I ost helicopters make relatively
small visual targets, especially when seen
from front or rear. Using a descriptive
term would give other pilots a useful clue
as to what to look for.
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EXISTINGP- PROPOSED
Section 18. SPECIAL VFR SECTION 16. FIXED-WING SPECIALVFR (?W/SVFR)

470. AUTHORIZATION 70. AUTHORIZATIOfN

Except where prohibited by FAR 93.113, you
may authorize Special VFR operations in Except where prohibited by FAR
weather conditions less than basic VFR minima 93.113, you may authorize Special

* only as follows: VFR operations for fixed-winga i c o aircraft in weather conditionsv a. Within onrlzones.
b. % hen requested by the pilot. less than basic VFR minima only
c. On the basis of weather conditi.ns rcported as follows :

at the airport of intended landing/departure, or a. Within control zones.
" 4Re.f. e,rene.-Climb to VFR, 472; Ground Visibili- b. When requested by the pilot.

ty Below One Mg1e, 477. c. On the basis of weather conditions reported
d. When weather cond;tions are not reported at the airport of intended landing/departure, or

at the airport of intended landing, and the pilot ,o.C. *.foeneo.-Clinib to VFR, 472; Ground Visibili.
advises he is unable to maintain VFR and re- ty Below One Mile, 477.
quests Special VFR. d. When weather conditions are not reported
Phraaeology: at the airport of intended landing, and the pilot
CLEARED TO ENTER/OUT OF/THROUGH CON- advises he is unable to maintain VFR and re-
TROL ZONE quests Special VFR.

and. if reuired Phraeolg:
(dircction) OF (airport name) AIRPORT (:pecified CLEARED TO ENTER/OUT OF/THROUGH CON-
routing) TROL ZONE

and 'Sd, Wa required
MAINTAIN SPECIAL V'-F-R CONDITIONS WHILE (direction) OF (airport name) AIRPORT (specified
IN CONTROL ZONE. routing)

and
MAINTAIN SPECIAL V'.F-R CONDITIONS WHILE
IN CONTROL ZONE.

471. LOCAL OPERATIONS 471. LOOAI OPERATIONS
Authorize local Special V'FR operations for a Authorize local Special VYR

specked period (series of landings and takeoffs, operations for fixed-wing air-
etc.) upon request, if the aircraft can be recalled craft during a specified period
when traffic or weather conditions (series of landings and takeoffs,
require. Where warranted, Letters of Agree- etc.) upon request, if the air-

-. ment may be consummated.et.upnrq sif hea --enmaeo nu ae craft can be recalled when traf-.. ~Phraseology-i rwete odiin e

LOCAL SPECIAL V.F.R OPERATIONS IN THE fic or weather conditions re-
IMMEDIATE VICINITY OF (airport name) AIR- quire. Where warranted, Letters
PORT ARE AUTHORIZED UNTIL (time). MAIN. of Agreement may be consummated.
TAIN SPECIAL V-F.R CONDITIONS. Phraseology:

471. Reference.-7210.3-431, Appropriate Subjects. LOCAL SPECIAL V.F-R OPERATIONS IN THE
IMMEDIATE VICINITY OF (airport name) AIR.
PORT ARE AUTHORIZED UNTIL (time). MAIN-
TAIN SPECIAL V-F-R CONDITIONS.
471. aR,,rnc.-7210.3-431. Appropriate Subjects.

472. CLI T4 CLI1. TO VFR
Authorize an aircraft to climb to NTR upon Authorize a fixed-wing aircraft

request if the only weather limitation is re- to climb to VFR upon
. stricted visibility, request if the only weather limitation is re-

Phv,,. olo : . stricted visibility.
CLIMB TO V-F.R WITHIN THE CONTROL ZONE/ Phra..cology
WITHIN (a specified distance withir control zne) CLIMB TO V.F.R WITHIN THE CONTROL ZONE'
MILES FROM (airport name) AIRI ORT, MAIN. WITHIN (a specified distance within control zone)TAIN SPECIAL V'.-R CONDITIONS UNTIL MILES FROM (airport name) AIRPORT. MAIN.
R H V-.R. TAIN SPECIAL '-F.R CONDITIONS UNTIL

REACHING V-F.R.
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......r4 PROPOSED)

'-

473. SEPARATION 473. SEPARATION

Apply approved separation between: Apply approved separation between:
a. Special VFR aircraft. a. Special VFR aircraft.

-9 b. Special VFR aircraft and IFR aircraft. b. Special VFR aircraft and ]FR aircraft.
473. 9toot.-Approved separation is that prescribed 47&. Note.-Approved separation is that prescribed
for IFR and Special VFR in ,so and 44. Radar for JFR and Special VFR in is and 4i7. Radar
vectors ae authorized as prescribed in a. (See vectors are authorized as prescribed in "e. (See
paragaph 1.h.) paragraph l.h.)

474. ALTITUDE ASSIGNMENT 474. ALTITUDE ASSIGNMENT
Do not assign a fixed altitude -hen apply- Do not assign a fixed altitude when apply-

ing vertical separation, but clear the Special irg verticaJ stparation, but clear the FW/VFR
VFR aircmft at or below an altitude which is VFR aircraft at or below an altitude which is
at least 500 feet below any conflicting IFR at least 500 feet below any conflicting IFR
traffic but not below the minimum safe aiti- traffic but not below the minimum safe alti-
tude prescribed in FAR 91.79. tude prescribed in FAR 91.79.

% i47. Noee I.-Special VFR aircraft are not assigned P1ra. o.logy:
fixed altitudes because of the clearance from clouds MAINTAIN SPECIAL V-F-R CONDITIONS AT OR
requirement. BELO\" (altitude).
4.4. Note .- The rminimum safe altitudes are (1) 474. Note .- Specia VFR aircraft are not a.ssigned
over congested areas, an altitude at least 1000 feet fixed altitudes because of the clearance from clouds
above the highest obstacle, and (2) over other than requirement.congested areas, an altitude at least 500 feet above e4. Note a-The mnmum safe altides are (1)
the surface. over congested areas, an altirude at Itast 1,000 feet
Phroaoogy: above the highest obstacle, and (2) ver otl.vr Uh n

4MAINTAIN SPECIAL V-F-R CONDITIONS AT OR congested Lreas, an altitude at least 500 feet ;:bove
BELOW (altitude). the surface.

. 475. SPECIAL VFR HELICOPTER SEPARATION

Control a Special VFR helicopter by Special
VFR procedures unless other procedures are Delete (goes in HSVFR

% contained in a Letter of Agreement. section)
'. 4711. iote.-Control of IFR helicopters is governed

by nonradar or radar procedures and minima. 475. PRIORITY
4t5. ottemfte.-TERMINAL: Special VFR Heli-a. F/VR li tsmyb
copter Separation. Chap. 5, Sec. 14. apprvedr onlight avn and,, approved on~ly if arriving and48 departing IFR aircraft are not
476e. PRIORITYdelayed.

". F\\'/STR flights may be approved onlyif arriving and departing IFR aircraft are not 475. a. Example 10-A FV oSVR air-dcraft hag been cleared to enterdea'dthe control Zone and subsequently
d ?,. exmpt@ ,.-A F,'S\'FR aicraft has been an IFR aircraft is ready to de-
cwared to en-& the control zone and substquently an part or is in posi ion to
IFR aircraft is ready to depart or is in position to tbtgin a-, approach. Less overall de!Ay might accrue begin an approach. Less over.. delay m"ght accrue.to the IFR aircraf it the F''IS\'kR aircraft is to the IFR aircraft if the F\V/SVFR aircraft is
allo-wed to rrr.eed to the airport and land, rather af led to proced to the airpor, nd nd, rather
than lve the ccntrol zone or be repusitioned to than Ie\e the control zone or be repositioned to
provide IFIR priority. provide IFR priority.

-V . . .. . . . . . . . .... e'%
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EXISTING PROPOSED

476. a. Examp'9 2.-A FWISVFR aircraft is numlwr one 475.. *hmp! 2.-AVFWISVFRPircraftis .lmnlicrone
for takeoff and located in such a position that the for takeoff and le-catd in such a postion that the
number two aircraft, an IFR l;ght, cannot taxi pa.t numer two aircraft, an ]ilt flight, Cannot taxi past
to gain access to the runway. Less overall delay to gain bccu to the runway. Les overall delay

.r might accrue to the IFR aircraft by rekvasing the might accrue to the IFR aircraft by relcai4ing the
F\V/S\FR departure rather than by having the air. FW/SVFR dlpirture rather than by having the air-
cr.t taxi down the runway to a turnoff point so that craft t.Lxi down the runway to a turn.ff ipuint so that
the IFR aircr:aft could be rele?.ced first. the IFR aircraft cuuld be rclcatsv ittr.

47 a. wote-The priority afforded IFR aircraft over 475. a - oits.-The ,riority afforded IFR nircraft over
V,'SVFR aircraft is not intended to be so rigidly FW/SVFR aire'aft is not intended to be so rigidly

'-t.pi-d that it cauces gro*sly inefficient use at air- applied that it causes grosslv infcient use of air.
If l'mtter overall efiiciency %till be gained saee. If better o rall efficiency will be gained

" . hr by, the controller has the prerostive of -lling thereby, th- contrvlkr ,as the prerogative of klluwing
c(rpl'ion of the F%'V,'SVFR operation already in comnplhtion of the F'WSVFR oper,'ion alrtiddy in
progress wh,.n an IFR aircraft becomes a factor. progress when an IFR aircraft bt-cormns a factor.

b. When clearance cannot be granted for a b. When clearance cannot be granted for a
FW/SVFR flight because of IFR traffic, in- FWISVFR flight because of IFR traffic, in-
form the aircraft of the anticipated delay. Do form the aircraft of the anticipated delay. Do
not issue EAC, EFC, or expected departure not issue EAC, EFC, or expected departure
time. time.

-* PA rseoEo: PI oramology:

EXPECT (n'ornber) MINUTES DELAY, (additional EXPECT (number) NIINUTES DELAY, (idditional
insiructions as nectsary, instructions as necc..iary).

476. GROUND VISIBILITY BELOW
ONE I-!ILE

477. GROUND VISIBILITY BELOW ONE MILE When the ground visibility is
When the ground visibility is officially re- officially reported at an air-

ported at an airport as less than I mile, tr,.at port as less than 1 mile, treat
*- requests for Special VFR operations at that requests for FW/SVFR operations

airport by other than helicopters as follows: at that airport as followsl

477. Note.-Far 91 does not prohibit helicopter
.- ~,*.I f -clal \FR flights when visibility is less tha.n 1 Delete (goes in HSVFR section)

a. Infoa departing aircraft that ground a. Inform departing aircraft that grcund
visibiity is less than I mile and that a clear, visibility is less than 1 mile and that a clear-
ance cannot be issued. ance cannot be issued.

b. Irform arriing aircraft, operating out. b. Inform arriving aircraft, operating out-
si*e of the control zone, that ground visiblity side of the control zone, that gro-ind visibility
is less than I mile and that, unless an emer. is less than 1 mile and Lhat, unless an erner-
gency exists, a clearance cannot be issued. gency exists, a clearance cannot be itsued.

c c. Inform arriving isircraft, operting with. c. Inform arriving aircraft, operating with-
in the control zone, that ground visibility is in the cortr,, zone, that ground visibility is
.ers than I mile, and ask if the aircr:.fI can less than 1 mile, and ask if tho aircraft can
deplrt the control zone with a flight -.isibility depart the control zone with a 'g~it -isbility
of at least I mile. If the reply is "yes." isue of at least 1 mile. If the reply is 'es." issue
a clearance out of control zone. If the reply a clearance out of co:trol zo'r,e. If the reply
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EXISTING PROPOSED

k "no," or an emergency exist, issue a clear.
aace as soon as trac conditions pe-mitL

is "no," or an emergency exists, issue a cler- &. Authorize scheduled sir carrier aircraft
ance u soon u traffic conditions permit. in the United States to conduct operations if

4L Authorize scheduled air carrier aircraft gound visbility is not less than % 5tatute

In the United States to conduct operations if Mile.

ground visibility is not less than % statute 476. d . ui..-FAR 121 permits landing or take-cf
mile. by domestic scheduled air carriers where a local

surface mtriction to viability b not less than %
WTA7 Noe.-FAR 121 permits landing or take-off statute mile, provided all bunw after takeoff or
by domestic scheduled air carriers where a local before lending and al flights beyond I statute rnile

m11241 restriction to visibility is Dot les than % from the airport boundary an be accomplished
statute rule. provided all turns after takeoff or above or outside the ara so restricted. The pilot is
before landing and all flights beyond 1 statute mile solely responsible for detemninMg if the nature of
&am the airport boundary an be accomplished the visibilty restriction will pernt compliance with
above or outside the area so restricted. The pilot is the provisions of FAR 121.
solely responsible for determining if the nature of
the visibility restriction will permit compliance with s. Clear an aircraft to fly througl the con-
the provisions of FAR 121. trol zone if he reports flight viuibjity is at

0. Clear an airtraft to fly through the con- least 1 statute mile.
trol zone If he reports flight visiblity is at 477 FLIGHT VISIBILITY BELOW
least 1 statute mile. ONE iT, LE

478. FLIGHT VISIBILITY BELOW ONE MILE When weather conditions are not
officially reported at an air-

When wqather conditions are not officially port and the pilot advises the
reported at an airport and the pilot advises flight visibility is less than
the flight visibility is less than I statute mile, I statute mile, treat requests
treat requests for Special VFR operations at for FW/SVFR operations at that
that airport by other than helicopters as fol. airport as follows:
lows:

eat Nwo-FAR 91 prescribes use of officially m 4 uet,.-FAR 91 prescribes use of officially rm-

ported ground viA ity at airports where it r ported ground visibility at airports where it is pry-
videdAnd lending or take-off "flight visibility" where vided,'and landing or take-off "flight visibility" where
itisen, adheng ore- igro t vsibility wereasi it is not, a the governing ground visilility for basicit Is not, as the governing ground vsbiity for basic and Special V(FR operations.
and Special VFR operations.

a. Inform departing aircraft that a clear-
s. Iormdeaig icance cannot be issued.ance cannot be issued.

b. Inform arriving aircraft operating out-
s. Inform arriving aicfhat operating out- side of the control zone that a clearance can-

* ide of the control zone that a clearance can not be issued unless an emergency exists.

not be issued unless an emergency exists.

a . Ask an arriving aircrah operating within e. Ask an arriving aircraft operating within
a control sone if he can depart the control * control zone if he can depart the contml

zone with a flight visibility of at least 1 statute zone with a flight visibility of at least 1 statute

mile. If the aircraft cannot depart the con- mile. If the aircraft cannot depart the con.

trol zone accordingly, or an emergency exists, trol zone accordingly, or an emergency exists,

issue a clearance as soon as traffic conditions issue a clearance as soon as traffic conditions

permit. permit.

4711. RESERVED
A84 -- .



EXISTING PROPOSED

SECTION 18.
470. AUTHORIZATION

Except where prohibited by FAR 93.113, you HELICOPTER SPECIAL VFR (HSVFR)
may authorize Special VFR operations in 482. AUTHORIZATION
weather conditions less than basic VFR minima You may authorize helicopter
only as follows: Special VFR (HSVFR) operations

a. WVithin control zones. in weather conditions less than
b. WThen requested by the pilot, basic VFR minima only as f nolows i
c. On the basis of weather conditions reported

at the airport of intended landing/departure, or a. Within control zones.
' R0.4 I,,trce.-Climb toVFR, 472; Ground Visibili. b. When requested by the pilot.

d. When weather conditions are not reported c. On the basis of weather con-
at the airport of intended landing, and the pilot ditions reported at the airport
advises he is unable to maintain VFR and re- of intended landing/departure,
quests Special VFR. or
Phraeolo :

, CLEARED TO ENTER/OUT OFITHROUGH CON. 482 . c. Reference.-Climb to VFR,
* TROL ZONE .483.

and, i rquird d. When weather conditions are
- (directon) OF (airport name) AIRPORT (specf'ied not reported at the airport of

routng) intended landing, and the pilot
anid advises he is unable to maintain

MAINTAIN SPECIAL V.F.R CONDITIONS MULE VFR and requests HSVFR,
IN CONTROL ZONE.

Phraseologyt

CLEARED TO ENTER/OUT OF/THROUGH
CONTROL ZONE

and, if required
(direction) OF (airport name)
AIRPORT (specified routing)

and

.ANTAIN HELICOPTER SPECIAL
V-F-R CONDITIONS WHILE IN CON-
TROL ZONE.

471. Not.-Far 91 does not prohibit helicopter 482.d. NOTE I.-FAR 91 does not
Special VFR flights when visiblity is less than I prohibit HSVFR flights when

.. -. mile._m.Ie. visibility is less than one

miles HSVFR operations require
that the visibility be high
enough to enable the pilot, by
visual reference to the surface,
to follow a desired track, and
to identify reporting and hold-
ing fixes.

A8 5
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EXISTING PROPOSED

482.d. NOTE 2.-AlthouGh HSVFr"R
clearances authorize flight
only within control zones, a
pilot also may elect to operate
HSVFR outside of the control
zone,

. 472. CLIMB TO VFR 483. CLII." TO VFR
" Authorize an aircraft to c1imb to VFR upon

C request if the only weather Uimion i re- Authorize a helicopter to climb
8tricted visibility, to VFR upon request if the only
Phuaoogy: weather limitation is restricted
CLIMB TO V-F-R WITHIN THE CONTROL ZONE/ visibility.
WITHIN (a specied disw.nce within control zone) Phraseolofo
MILES FROM (airport name) AIRPORT, MAIN-

-. TAIN SPECIAL V-F.R CONDITIONS UNTIL CLIJJ. TO V-F-R WITHIN T.T CON-REACHING V-F-R.EANVFRTROL ZOI:E'/AITHIh (a specified
distance within control zone)
LIILES FRO'.i 9airport na:.,e) AIR-
PORT, I.AIITAIN SPECIAL V-F-R
CONDITIONS UNTIL REACHING V-F-R.

!A86
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EXISTING PROPOSED

484. ALTITUDE ASSIGN.E'IT

4Do not assign a fixed altitude
when applying vertical separation,

A! Apply approved separation hctwcen: but clear the HSVFR aircraft at
a. Special VFR aircraft. or below an altitude which is at'
b. Special VFR nircraft and IFR aircraft. least 500 feet below any conflict-

473 Note.-Approvcd sl,rr-Ation is that 1proscrihed inig IFR altitude.
for IFR nnd Spvcial VFR in 'Co and 474. PRdar
vtctors are authrimcd as prescrilcd in 630. (See Phraseology,
paragraph I.h.) IIAINTAIN SPECIAL VFR CONDITIONS

AT OR BELOW (altitude)

476. PRIORITY 485. PRIORITY

a. FNV/SVFR flights may be approved only a. HSVFR flights may be approved
if arriving and depLrting IFR aircraft are not only if arriving and departing

av ndrgrdelar ed. IFR aircraft are not delayed.

47s.S. Example I.-A FW/SNTR aircraft has bien 485.a. Example 1.-A HSVFR air-
c',z-ed to enter the contro! zone and subsequently an craft has been cleared to enter
IFR aircraft is ready to depart or is in position to the control zone and subsequently
boiin an approach. Less overall delay might accrue an IFR aircraft is ready to de-
to the IFR aircraft if the F\%/SVFR aircraft is
allowed to proceed to the airport and land, rahu:r part or is in position to begin
than lea'e the control zone or be reposi:ioned to an approach. Less overall delay
provide IFR priority, might accrue to the IFR aircraft

if the HSVFR aircraft is allowed
to proceed to the airport and
land, rather than leave the con-
trol zone or be repositioned to
provide IFR priority.

RATIONALE: The rationale for the -proTosed para-
graphs 470 through 487 is the need for splitting
the present Special VFR section into separate
sections covering fixed-win- special VFR (F',i/SVR)
and helicopter special VFR (HKSVFR) procedures, in
an effort to clarify their application by controllers.
Paragraph 487 was modified slightly to cover the
separation of YSVFR fron IFR helicopter traffic
(not previously covered).

8-7
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Page 15

118. APPLICATION 486. APPLICATION

Control a special VFR helicopter by visual Control a special VFR helicopter by visual
separation Or special VFR procedures unless separation or special VFR procedures unless
local procedures are contained in a Letter of local procedures are contatined in a Letter of
Agreement. ofIRhlcpesi oendAgreement. o F eiotr sgvre
114~ Note -Control of£Rhlcpesi oend486. wote-Control o F eiotr sgvre
b) IFR or radar procedures and minima. b) ITR or radar procedures and miinivia.

1141. LOCAL PROCEDURES 487. LOCAL PROCEDURES

At locations where the volume or comiple.\- At locations where the volume or complex-
it% of helicopter operations xvairrarits, a Lett, r ity of helicopter operations warrants, a Letter
of Agreement shall specify that special V'FR of Agreement shall specify that special NTR
helicopters are required to in.. itain visual helicopters are required to maintain vizual
reference to the surface and the traffic pat- reference to the surface and the traffic pat-
terns, routes and reporting or holding fixes terns, routes and reporting or holding fixes
necessary to achieve separition, in accordance necessary to achieve separation, in accordance
with the following mininma: with the following miniman:

aBetween special VFR helicopters- initc. a. Between special X'FR helicopters-) iit.
You may, ho%% ever, use 200 et if they are de- You may, however, use 200 frct if they are de-
parting simultaneously on diverging courses parting simultaneously on diverging courses
and you can determine this minimium by- ref- and You can determine this minimium by ref-
erence to the surface ma-rkirigs or you instruct erence to the surface markings or you instruct
one to remain at least 200 feet from the other. one to remain at least 200 feet from the other.

.. .. .. ...-.
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EXISTING PROPOSED
(487 continued)

b. Between an arriving Special VFR heli-
b. Between an arriving Special hFR eli- copter and an arriving fixed wing IFR air.

copter and an arriving fixed wing IFH air- craft executing a straight-in approach.
craft executing a straight-in approach:

(1) If the fixed wing aircraft is less than (1) if the fied wing aircraft is less than
1 mile from the landing threshold-, mile. I mile from the landing threshold- mile.

(2) If the fixed wing aircraft is I nrile
or wore from the landing threshold- 1 ,
imiles." I! I I.ml. ._ i

1141 h (1) 111uilraiOn

(2) If the fixed sung aircraft is I mile
* or wiore fromn the landing threshild-11

On rs. --

4P' 7 . b '" "USIrA"O"

c. Betwet-n an arriv.ing fixed' wing IFk P-.ir-

.. in. i ~ .. cra'ft exectin g a circlinig apj'iruach or aflhi >c' I
* ,.l "r% ..w - a n d a n i "rt -S I I I- -. h , .

V ~CUIAt-r- 2 ?idrs.

C. Hvt%%evi-i an ar nt jug flxtI d %iig it air-
"rall eucrt "g api ruach " a "rn " -

c .t-r - 2 ' • r.,

A8 9
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EXISTING PROPOSED

d. Bcw~n d~~rC fxedd. Between a departing IFR aird.raftwd a% dpaingfxdwn F awr. craft and a Special VR heli-catadaSeilVFR hclcopter- copters(1) If the fixed wing aireraft is lcrts than ()IftelAarat uesVnl, beyond the runway cnd-k.miu& than *mile beyond the runway

asea

IA-

34 ~L

11414d.0) Illustration 487.d. (1) Illustration
(2) If it is %h mile or more beyond the (2) if it is * mile or more be-

runway end-2 mle.. yond the runway end-2 miles.

1/2 Yn3

777-77 IFR fixed- . ..........wing or IFR'j helicopterLz
.. .. . .

......... ......-

-~- 1

X.B t e n a d p ri g S eil V Re e w e e a t n p c a

he.copten a departing peialF VFR e.elicpteen a departingca
cnft-% miLe. if courses diverge after tak-eciff.IFarrftjmlicure

diverge after takeoff.

FR fie 3

wing or IFR:
helicopter

~t~ Juiit~A90 
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EXISI14GPROPOSED

f. Betee anSTIJ arriing__air
crf n aSeil - ei

f.Bt"e narvigf4-%ig;R i-cp e-u f cin eaa in t

.4.. n pca N Rfv cp r ufiin suet a teh l cp e a e

C.p4 
ffo ierigcurebfr

f. Btwee an rriigR ir-

.0. 1ev~e 6%. arrivin f%. f~n JF A;r cote-sffcin sprton to
Lra~ta assre tht thehelicopterae

~nd Spcil \]' hie~ptr-uficcntof o a ivr~46cousebeor
1142-1149m (. RESERVEDtth c~ote .ksof h rivn icaf s1m

on di'cringcouie efoe te arivng A91
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EXISTING PROPOSED

a2. MAMIMA 822. (no change)

Unless a pilot concurs in the use of a lower
speed, use the following minima:

a. To aircraft operating between FL 280
and 10,000 feet, a speed not less than 250 knots.

b. To turbojet aircraft operating below
10,000 feet:

(1) A speed not less than 210 knots, ex-
cept:

(2) Within 20 miles of the airport of
int4.nded landing, a speed not less than 170
1knots.

c. Propeler aircraft within 20 miles of the
airport of intended landing, a speed not less
than 150 knots.

d. Departures, a speed not less than 230
knots.

(insert) 
e. Helicopters flying on instru-(ments, a speed not less than 60
knots.

RATIONALE' Helicopter pilots do not
like to fly on instruments at speeds
less than 60 knots, due to possible
control difficulties at lower speeds
with present instrumentation. Once
in the clear, with outside visual
reference to the surface, they can
slow to lower speeds if necessary.
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EXISTINC; PROPOSED

S2. STOL RU!WAAYS 962. SOL RUWAYS
t' ,TQLr,:rv ,".Use Sr'OL runways as followso
a. A d,..i..d S'TOL rJay m: as. a. A designated STOL runway may be

"i/r'ed nl. %.hen rec-esed by the piiot o assigned to a fixed-wing aircraft
.pvcir,.-.d in a Lcter of Agrc,.-,,nt with an only when requested by the pilot
ircrav (,.. r:tor. or as specified in a Letter of

Agreement with an aircrafi operator.
b. designated STOL runway may be
assigned to a helicopter at any time.

b. h.uf Yte ?r,. JC.d STOL ruray le.gth c. Issue the measured SVCL runway
if thc plot p. length if the pilot requests it.

RATIO7.'ALEi It is advantageous to
keep helicopter and fixed-winG
traffic separate, wherever possible.
There is no danger of a helicopter
overshootinr a STOL runway. Even
though helicopters do not normally
require the use of a runway, there
is no reason to prohibit them f:om
using a S'0L runway because of its
limited dimensions.
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EXISTII G PROPOSED

372. TAXI INFORMATION 972. TAXI INFORMATION

When taxi information -is required, issue the When taxi information is required, issue the
following, as appropriate, in concise and easy to following, as appropriate, in concise and easy to
understand terms: understand terms:

a. Route for the aircraft to follow on the a. Route for the aircraft to follow on the
movement area. movement area.
97U. Note.-Movement of aircraft within loading, Mris. Nee.-Movement of aircraft within loading,
maintenance, or parking areas is the responsibility of maintenance, or parking areas is the responsibility of
the pilot, aircraft operator, or airport management, the pilot, aircraft operator, or airport management

Phraseology::
TAXI: TAXI:
VIA (route) or ON (runway number or taxiway, etc.) VIA (route) or ON (runway number or taxiway, etc)
or TO (location) or (direction) or ACROSS RUNWAY or TO (location) or (direction) or ACROSS RLUWAY
(runway number). (runway number).
CONTINUE TAXIING: CONTINUE TAXIING:
VIA (route) or ON (runway number or taxiway, etc.) VIA (route) or ON (runway number or taxiway, etc.)
or (direction). or (direction).

., Eatmoe.-- paS . aampt 4 .-
"Turn right at first intersection." "Taxi straight "Turn right at frst intersection." "Taxi straight

ahead to end of runway, then turn left." ahead to end of runway, then turn left."
b. Instructions to hold and traffic information b. Instructions to hold and traffic information

as necessary. a necessary.
Ir2. Note-When authorizing an aircraft to "taxi erua. Neo.-When authorizing an aircraft to "taxi
to" an assigned takeoff runway, the absence of to" an assigned takeoff runway, the absence of
holding instructions authorizes the aircraft to "cross" holding instructions authorizes the aircraft to "cross"
all runways which the taxi route intersects except the all runways which the taxi route intersects except the
asigned takeoff runway. It does not include assigned takeoff runway. It does not include
authorization to "taxi onto" or "cross" the assigned authorization to "taxi onto" or "cross" the assigned
takeoff runway at any point. In absence of holding takeoff runway at any poinL In absence of holdir
instructions, a clearance to "taxi to" any point other instructions, a clearance to "taxi to" any point other
than an asigned takeoff runway, is a clearance to than an assigned takeoff runway, is a clearance tV
cross all taxiways and runways that intersect the taxi cross all taxiways and runways that intersect the tax:
route to that point. route to that point.
Phraueolo : Phraeoogy:
HOLD: HOLD:
SHORT OF (loction), or ON (taxi strip, run-up pad, SHORT OF location), or ON (taxi strip, run-up pad.
etc.), and Vinesary TRAFFIC (traffic information), etc.), and ifnecemry TRAFFIC (trffic information),
or FOR (reason). or FOR (reason).

. Instructions to expedite a taxiing aircraft. c. Instructions to expedite a taxiing aircraft.
% Phraseology - Phraseology:

TAXI WITHOLUT DELAY (traffic if necessary). TAXI WITHOUT DELAY (traffic if necessary).

I
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EXISTING PROPOSED

972.d. When necessary to clear a
helicopter to grotind taxi using
wheels, issue instructions using
the phraseology in paragraphs a,
b, or c above. For helicopters
with skid-type luding gear, use
paragraph e. below.
972.d. NOTE.-Ground taxi uses
less fuel and minimizes air tur-
bulence. However, under certain
conditions, such as rough/soft/
uneven terrain, it may become
necessary for a helicopter to
air taxi for safety reasons.

(insert) Helicopters with articulating
rotors (usually 3 or more main
rotor blades) are subject to
ground resonance and may, on
rare occasions, suddenly lift
off the ground to avoid severe
damage.

972.e. When necessary to clear
a helicopter to proceed from
one point to another via flight
at or below 100 feet AGL, use
the appropriate phraseology
except as followst

Phraseology,

AIR TAXI

VIA (direct or route prescribed)

TO (location, heliport, helipad,
movement/operating areas, in-
active/active runway)

CAUTION (wake turbulence, con-
struction equipment)

LAD AND CONTACT TOWER OR HOLD
FOR (reason, landing/taxiing
aircraft, release, clearance to
cross runway, etc.)

PA94
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(972.e. - continued)

Helicopters with articulating
rotors (usually 3 or more mafn
rotor blades) are subject to
ground resonance and may, on
rare occasions, suddenly lift
off the ground to avoid severe
damage.
f. W.1hen necessary to clear
a helicopter to proceed from
one point to another via flight
at or below 100 feet AGL, use
the appropriate phraseology
except as follows:
Phraseology,

AIR TAXI
VIA (direct or route prescribed)

TO (location, heliport, helipad,
2-' movement/operating areas, in-

active/active runway)
CAUTION (wake turbulence, con-
struction equipment)
LAID AND CONTACT TOWER OR hiOLD
FOR (reason, landin-/;axiing
aircraft, release, clearance to
cross runway, etc.)
972.f. NOTE.-The term AIR TAXI
authorizes a helicopter t6 be
operated at a speed determined
to be safe by the pilot and at
an altitude of not more than
100 feet AGL. AIR TAXI is the

-' preferred method of helicopter

movement on airports, if traffic
*. - conditions permit.

972.f. Reference - 7110.65z,

1103, 1105, Pilot/Controller
Glossary (air taxi), AIi.i.

-" g. The downwash of a hov-
ering helicopter generates
strong surface velocities out
to a radius of 3 times the
rotor diameter. Where pos-
sible, this much clearance
should be kept between thehovering helicopter and parked
light aircraft.
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975. 'a: i inforna ion for singe
pilcted lielicoptei's -- Issue
taxi information "o helicopters;
as in 972 above a-A if t!.e heli-
copter requires nc furthier ta::i-
instructions, instruct the pilot
to monitcr/ccntact tw.c,"er on the
appropriate frequency.

975. 1'O9E.-This p:ocedure enables
a sing:;le pilot to set his radio
before liftoff and there oy avoid
having to land beaiore changing
to the tower frequency.
975. Reference- 7110.65_- 35.
976-979. PZsZ;'D

Aq-



-----------
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335. TAKEOFF CLEARANCE 995. (no change)

Issue takeoff clearance.
PArue~ology :

CLEARED FOR TAKEOFF. 996. TAKEOFF CLEARANCE FOR
* S5s. Note.-Turbifl-powered aircraft may be con- HELICOPTERS

Ssidered ready for takeoff when they reach the runway,
unless they advise otherwise. a. Issue thkeoff clearance for

Issue helicopter, from any point on
USAUSAFIUSN: I surface wind and the airport which is not prohib-
takeoff clearance to airCraft, ited from such use, provided the

-reo.helicopter is visible to the
tower. Obtain prior approval of

WIND (surface wind in direction and velocity). the ground controller when the
SCLEARED FOR TAKEOFF. takeoff point is other than an

active runway, heliport, helipad,
or designated helicopter depart-
ure area. Include wind direction
and velocity unless this require-
ment is specifically eliminated
by a Letter of Agreement.
996.a. NOTE 1. - Whenever possi-

ble issue takeoff clearance in
lieu of extended ground or air
taxi operations.

(insert) 996.a. NOTE 2. - Most helicopter
pilots will not take off down-
wind if the wind velocity excee_-
5 knots.
Phraseology:

CLEARED FOR TAYMOFF (wind direc-
tion and velocity, unless require-
ment specifically eliminated by
Letter of Agreement).

AIR TAXI TO (location within air-
port boundary).

HOLD SHORT OF (runway, taxiway,
ramp, or other point).

(Code name of route specified in
Letter of Agreement) DEPARTURE
APPROVED.

(insert continued on next pae)
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b.Issue takecff approval when a
helico-oter ±eauests t1akeoff clear-
ance frorn:

(1) An area not visible from
i 00"the tower.

(2) An area not specifically
(insert)desirnated for but not pro-
(insert)ibited froni helicopter use,

(3) An urO.ighted area at- night.
Phraseol ogy:

r:o0r I~ I 'SI r*. . D ---PA R'_-U -3 AS 3 &
QUZSTLJ A? .0VAED (wind direction

and velocity, if required)
5;3. CA'XcELLATION OF TAKEO CLEV~;NE

Canccl a previoudy is:.ted clez:ne for 997. ("'enuer existinE paragraph
ak~vof: and inform the I iht of the rea 7on, if 996).

circums~tances require.

CANCEL TAKEO~r CLEARAN\CF (rE'as-)0

997-1009. RESERVED 998-1009 RSRVD(rernumoer)

RATI0V:ALZ_: There is a need to establish
helicopter leparture procedures fro:,-
arepas othier than active runways.

A9 9
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"o:o. L.::ra:!c, C.,An!.,;CE ------- 4Renumber to 1020.a)
Jc..1L: I..,n c. :.r.ncc. Reit:.tq the hn rilin

rurany whvncvlr thcre is a p.i'iity of a 1020.b. Issue landing clearance
co,,foi.t %with ann:hcr aircrart wlich s using for helicopters, to any point or.
or is p!, riin, to u.sc ,offithqer runway. the airport which is not prohib-

,.'., PIri .,ited for such use, provided the
CL.EAIJi) TO I.AND landing point is visible from

or the tower. Obtain prior approval
C1.1'::1 TO .AN) NW,AY (dc. of Ground Controller when land-

(insert) 4_ ing point will be other than
US.I / US.lI/IUSN active runway. Include wind

J!:iie surfacc win! and, landing ckcaralce. direction and velocity if land-
Rcstnt the ln,ri n .ty whiiever tIro is ing will be made downwind.
a pn sibility of a conflict with another sircrit
which is iiing or is la;nin to ue ann'ther Phraseoloy's
ru,,.ay. REQUESTED LANDING AREA NOT

S...r,.,. VISIBLE.
.VINI) (s ',rfmre i,, dir,.-Ltirn and vcl',city),
C, :A.[.:I) 1"0 LAND LANDING AS REQUESTED APPROVED.

Or
%% NI) (!u rf:; 'e . l r.,.t en ,,! vi,, 'lG a),

I C- 1. ; I ' r C I 'I: V ( . '. L
0 0. 1

"t'r" ,'.. . ic n t r ;,ir . :, r . rt t Ft I ,':'['" tir,,n '. ' , 1 b .;. ,%! .c, r, but h,:!. vot i, n

' -:u TIy c.-erv-,', ni. ic the ricrft n al,..rt
of tP , 1. ",V , c .. ... . . t L , t it is 11,,t ill .i ;ht
arI r, .. :!c t !,c : , r .

RATIOIALEa helicopters do not require
a runway for landing. It is usually
advantageous to separate helicopter and
fixed-wing traffic on different flight
paths. Landing as near as practicable
to final destination on airport saves
time and fuel for helicopters.

Al100
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EXISTI1NG PROPOSED

1025. CLOSED TRAFFIC

Ap -ro~e'disapprove pilot requests to re- 1027. HELICOPTER TRAFFIC PA'ITZRS
yr. : in closed traffic for succes operations a. Approve helicopter traffic patt-
S".:t to local trafficP conditions. ern operations based on takeoff/

-* - LF'T RIGHT (if req.r,! CLOSED TRAFFIC landing points other than active
APFY IGD. REOTt-edo CrED runways, when use of runways is not
N.Lor desirable due to traffic volume or
-. ABLE CLOSED TRAFFIC (additional informa- noise considerations, in accordance

:;rerjui with the following:
(1) when requested by pilot;
(2) when authorized by a Letter of

Agreement with the operator.

b. When operations are not covered
by Letter of Agreement, issue suff-
icient instructions to avoid inter-
ference between traffic pattern op-
erations and other traffic movements.
c. Control, restrict, or cancel

(stoperations in helicopter traffic(insert)
pattern in order to prevent delays
to itinerant traffic.

d. Instruct pilots using the heli-
copter traffic pattern to maintain
visual separation from other heli-
copters operating in the sarme pat-
tern. If this provision is a part
of the Letter of Agreement, it
need not be issued to individual
aircraft.

1027. INCTE. - Lost helicopter cock-
pits are configured for the pilot
to occupy the right seat. This
factor makes the use of right-hand

.*patterns preferable in the inter-
ests of cockpit visibility.

1027-1039. RESERVED 1028-1039 RESERVED (renurmbered)

RATIO'.ALE: There is a need to establish
procedures for helicopter operations in
closed patterns, and to clarify why right
hand patterns are preferable for most
helicopters.

4..,
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1156 15th St., N.W., Suite 610. Washington, D. C. 20005 (202) 466-2420 Telex 89615

February 20, 1981

MEMORANDUM NO. 10

TO: HAA SPECIAL HELICOPTER ATC STUDY WORKING GROUP
HAA ATC SUBCOMMITTEE

CC: Ray Hilton - FAA Technical Monitor
Glenn Leister - FAA ATS Liaison

FROM Glen A. Gilbert, Program Manager,
HAA/FAA Helicopter ATC Study Project

1. To supplement my Memo No. 9, I am also enclosing
copies of the following FAA Air Traffic Service Docments:

a) Speech on January 20, 1981, by Glenn A Leister, FAA
Air Traffic Specialist, FAA Air Traffic Service (AAT-320. 10) pre-
sented before the HAA joint ATC/TERPS meeting at the Annual HAA

* (HAI) Convention at Anaheim.

b) Summary of the FAA ATS Proposed Terminal ATC Pro-
cedures for Helicopters, Handbook 7110. 65B, dated 7/22/80.

c) FAA ATS ATC 7110. 65B Proposals to HAA (dates during
latter part of 1980).

2. Please review these documents carefully in relation to the
draft documentation sent with my Memo No. 9. All combined inputs
should be sent in to me by March 16 per my Memo No. 9.

3. This is an ideal opportunity for all interested in heli-
copter/ATC procedural interface to express their views.

md
ci.;.:

A.1
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IHAA ATC/TERPs
IMPROVING ATC SERVICE FOR HELICOPTERS 1/22/81

Last July, the Air Traffic Service initiated a series of

-' proposed revisions to the ATC Controller Handbook and the Pilot-

Controller Glossary. These proposals were sent to industry/user

*organizations, the military services and our FAA Regional Offices

for comments and recommendations. The basis for this effort was

an awareness of the need, brought about through meetings such as

HAA workshops, FAA Systems Research and Development Service activities

": and our recional/field visits with users and facilities. The 1980

Air Traffic goals and objectives identified the need to update ATC

procedures and improve service to helicopters. We think this effort

can help conserve fuel, minimize in-flight delays to users and

enhance safety in the terminal environments.

Our approach has been to concentrate on VFR and Special VFR

procedures since we believe this will yield the greatest benefits to

the largest number of helicopter operators and users. During our

field visits, it was surprising to learn how many pilots and control-

lers felt there was no need to revise any ATC procedures for helicopters

This is not to say none were needed but it may be a tribute to the

professionalism of helicopter pilots and controllers in getting the job

done at the local level while maintaining an enviable safety record.

During the next few minutes, I will give you an overview of our

proposed revisions and mention the current status if appropriate. I

will also mention a few Air Traffic activities and plans. Afterwards,

I will respond to questions or discuss detailed individual issues during

the breaks. Although the comment period for input is past, I will

still be happy to include your concerns and reco'%endations in the

final analysis of the proposals.

The proposed Radio Communications Transfer procedure is a technique
to encourage controllers to avoid issuing frequency changes to single-

piloted helicopters at an inopportune or critical time. The procedure

will be applied only if the controller has knowledge that the helicopter

has a single pilot, or upon pilot request.

A103

Jr:. : . . . . . . . . . . , . . .. -.. . . - . . .- .- .. .. -. . - --. . _ . , , .-. --



Taxiing definitions have been proposed to distinctly describe
the kind of ground movement intended or expected to be performed.

The word "taxi" applies to helicopters in the same manner as air-

planes. "Hover taxi" describes ground movement in ground effect not
above 25 feet. "Air taxi", the preferred method to be used for
helicopters allows the pilot to proceed via either a hover taxi or
flight out of ground effect but not above 100 feet. This should
help expedite arrivals/departures while conserving fuel.

These definitions become the basis for improved taxi procedures in
the controller handbook. We have also included notes to alert control-
lers to a helicopter's characteristics such as ground resonance, high
fuel consumption during hovering, and rotorwash during hover taxiing.
Phraseology examples are also intended to use language characteristic
to helicopter operations, e.g., Use caution, loose debris, light

aircraft, etc.

The proposed definitions for Landing/Takeoff Areas, Operating Areas,
Landing Sites, Helipads and Heliports are intended to facilitate air
traffic control as well as establish a common understanding of the
different kinds of areas from which helicopters operate. We have
attempted to remain within the existing framework of operations,

procedures and publications.

Helicopter flexibility makes flight possible to or from almost any-
where on the airport. This may create problems for controllers
having a limited view or knowledge of the area to or from which flight

," is requested. Some locations identify and mark helicopter operating
areas--others do not, at least until a problem occurs. We are

* endeavoring to evolve common terms of reference to provide you the
best service possible. Yet situations do arise that require controlle:s
to rely entirely upon pilot judgment or knowledge of airport proce-
dures and safe operating practices. Therefore we must develop words

~ to assure that responsibility for the operation is properly understocf.
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The Takeoff and Landing proposals address departure and arrivals

from areas other than active runways. Concepts encourage efficient

operation to minimize taxiing and conserve fuel. The issuance of

wind will be deleted since it is already covered. A modification to

runway exiting procedures, normally used for airplanes, should expedite

arrival clearances to helicopters since timing is not critical.

The Closed Traffic proposal is designed to formalize procedures

*! in use at many locations and to encourage simultaneous non-interfering

operations while other aircraft use active runways. These kinds of

operations maximize use of sod areas between runways or portions of

inactive runways for training and maintenance flights.

The Helicopter Separation/Aircraft Categories proposal affects

simultaneous parallel operations--same direction and opposite direc-

tion. Existing procedures are inadequate and do not properly address

"J% the mix of airplanes and helicopters. One table addresses both, and

a separate table addresses separation between helicopters which we

believe should be less. The helicopter table is not limited to same

direction or epposite direction operations. The "Category" def.,ni-

tions are solely for Air Traffic purposes and are proposed to include

helicopters in the three categories along with airplanes of similar

size so that less separation is applied in lieu of "all other" or

Category III which covers everything above 12,500 lbs. The Cat I

portion may be revised from 6500 lbs to 6000 lbs. The proposal

could reduce separation even further between two helicopters at

full operating RPM. The major problem here is how a controller can

determine full operating RPM. I should emphasize that these separa-

... tion criteria are for controller application and would not be restric-

* tive at uncontrolled fields or heliports.

Special VFR. From a control standpoint, Special VFR is really

* an IFR procedure, requiring specified separation from IFR aircraft.

As you know, helicopters enjoy the benefit, sometimesof this unique

method for VFR flight in an otherwise IFR environment. If a heli-

copter encroaches, if you will, in the "neutral zone" an incident

could occur which must be investigated Safety could be jeopardized

~A105
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and the piiot or controller responsiblity questioned. As you know,

there is wide variance in the methods used for Special VYR helicopter

operations. Traffic density, airspace availability, IFR acceptance

rates and demands, topography, multiple airports or even personali-

ties and attitudes are factors. We believe our proposal provides

some innovative techniques to make Special VFR operations more

efficient and useful. Options would include:

- Letters of agreement as is done now.

- Use of special procedures or charts describing or depicting

visual references, navigational references, routes, holding points,

or checkpoints to achieve separation.

- Use of topographical features, prominent landmarks, or other

means to insure separation with minimum pilot-controller communication.

- Use of radar. I might mention that transponders with Mode C

are of tremendous benefit to controllers and greatly enhance confidence

in these kinds of operations involving minimim or non-interfering

separation.

- Reduction of visual separation between helicopters when

visual separation can be applied by pilots or controllers.

- Use of altitude 500 feet below minimum vectoring altitude, or

lower if pilot concurrence is received. The pilot concurrence may be

revised to be at pilot reques*. particularly at night.

Stage III separation as described in the proposal is being

reviewed because of the potential impact it might have on users. It

would be desirable to provide the same type separation as is applied

with airplanes, or the mix or airplanes and helicopters, except we

would add the exception for helicopters tobe vectored 5U0' below

MVA's. It appears that some form of visual separation might be

possible to bridge the gap, such as the use of landing lights in

addition to traffic advisories. A new proposal will have be developed

and circulated for comments.

The proposals I have just discussed are currently being analyzed

and some may become effective in July or October. Final action on

on the proposals includes notification to user organizations . Action
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will be supplemented with material in the Airman's Information

Manual to explain the procedures to pilots to help assure under-

standing. Controversial issues will either be modified or new

proposals issued to achieve the best possible solution. in some

instances, it may be necessary for the military to establish

modified ATC procedures for certain military purposes although

we make every effort possible to apply standardized civil/military

procedures.

Before I entertain questions, I would like to mention some other

Air Traffic activities and future plans which may be of interest to

you.

- As a result of the work of Helicopter Safety Advisory

Conference and the FAA Southwest Region, Air Traffic has developed

the U.S. Gulf Coast Sectional Chart to provide flight information

for low flying aircraft operating into and around the Gulf of Mexico

The chart includes extended offshore coverage, oil leasing grids,

the identification of high intensity helicopter operating areas and

the exclusion of information not pertinent to low flying operations.

- Air Traffic has interfaced RNAV and other IFR separation cri-

teria to support IFR LORAN C operations in the Off-shore IFR system

"* developed by Houston Air Route Traffic Control Center.

- We are conducting a review of VFRCharts with input from other

FAA offices to determine what can be done to improve the usefulness of

Sectional and Terminal Area Charts for the user. A major portion

of the initial user input has been from helicopter pilots. When these

concepts are sufficiently developed into prototype charts,

the aviation public will be asked for comments and recommendations.

- The Terminal Air Traffic Procedures Branch is working on a

concept for VFR/Special VFR Terminal charts where there is a demonstratec

need to depict helicopter routes. This may or may not be a part of

the VFR Chart review.

- We are also involved in the development of new systems suchoas

MLS, LORAN C, Airborne Radar Approaches and will be looking for new

techniques/ideas to support these programs and future user needs.
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Within the last few months, key Air Traffic executive changes

have included Mr. Ray Van Vuren, the Director of Air Traffic Service;

Mr. Willard Reazin, Chief, Air Traffic Procedures Division: Mr. Keith

* Potts, Chief, Airspace and AT Rules Division, and r. Walter Mitchell,

Chief, Terminal Procedures Branch. Personally, I have been very

impressed with the techical competence, dedication, and sensitivity tc

the needs of the aviation system users Including helicopter operators

and users.

In summary, we believe Air Traffic and other involved offices

• .are going to be very responsive and supportive of your needs. But

even more important, the local facilities and Regional offices are

the Action people who really make the system work for you. Get to

know them, your Air Traffic System, and be aware of their problems.

But above all, help them learn your capabilities and your requirements

so that your problems can be solved in an atmosphere of mutual respect.

Thank you. Do you have any questions?
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AT-320 7/22/80

SUBJE=: Shxvary - Proposed Terminal ATC Procedures for Helicopters,
HarRook 7110.65B

S.'

26d. Radio Carnr.ncations Trwsfer. Proposes a recoTmnded technique
- - to facilitate ontrol transfer of single-piloted helicopters.

4/8, 479. Special VFR ,jelicoter Oyr&ations/Searaticr. Proposes revised
requireents for LA' s, =ire latitude for facility chiefs In the develop-
rent of Special VFR routes/proedures, revises criteria and clarifies
wording. Proposes sirilified criteria (TRSL.) and proposec helicopter
operations 500' below mirdmr vectoring altitudes to enhance separation
from airplanes.

972,975. Taxi Irfornmtion. Proposes glossary definitions and techniques
for handling helicopters during ground taxiing (with wheels), haver taxiing,
and air taxiing cperations. Encurages energy conservation through direct
routing were possible.

997. Heliconter Takeoff Clearance. Proposes rret1-ds, based on ccrran
techniques already in use at mny locations, to issue takeoff clearance
from areas other than active runways where conditions per-it. Addresses
operations fror "non-designated areas' to assure Airport anaer/Fli.ht
Standards involve-ent and proposes languaoe "at your own risk" when the
cperatian is frar non-visible or non-designated areas.

,C20b, c. Helicopter Ladinc Clearance. Proposes rethxxs siralar to 997
above and includes illustrations as does 997. The term 'at your or. ris t
addresses ca-mn situatio rs where helicopter pilots request clearance to land
at un~rrked. un=lighted areas or non-visible areas where obstructions mig~ht
exist. 997 & 1020b,c minimize excessivetaxiing and conserve fuel.

1023. Ru.-ay Exitian. Proposes an exception for helicopters under certain
conditions to facilitate helicopter mmov-ents.

1027. Helicoter Closed Traffic. Proposes procedures for si:i.ltaneous
helicopter traffic patterns in areas iot interfering wuith ru.nay traffic
patterns. Explains that nvst helicopters are piloted fror the right-hand
side of the cockpit.
1103-1105. 1110a. Sir-.ltaneo%;s COerations. Aircraft Catecsries. Integrates

helicopters and fixed wing in the Sirmltaneous S.-e Directior./Opposite Direc-
C:z tion tables, and includes helicopters in appropriate Aircraft Categories 1,

II, and III. Current language, by orission, places all helicopters in Cate-
gory III, (All others), which is u.nduly restrictive to light helicopters.
Establishes a ne table for helicopter (orly) operations and proposes new
separation criteria. Addresses further reduction of separation, for heli-
copters operating in close proxna ty and identifies operator/pilot responsi-
bilities for special operations.

- 1283,1284. TPFA StaQe III for Helicopters. Clarifies current lanaoe tc
assure helicopters have visual contact with other heliccpters before dis-
continuing separation ser-ice when unnecessary for helicopters.
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JUL2
7110.65-26d

Subject: Radio Comunications Transfer

I. I ACKGROUND. The purpose of this proposed change is to alert controllers
to the characteristics of helicopters and the potential hazard involved when
a single-piloted helicopter is requested to change radio frequency while oper-
ating close to the ground. Related proposals are planned to revise para 972
and add a new paragraph 975.

II. PROPOSAL.

-" UWandbook 7110.65B-26d (added) Avoid issuing a frequency change to single-pilot-
ed helicopters that are taxiing, hovering, or while flying near the ground. In
an emergency or critical situation, relay the necessary control instructions
until the pilot is able to change frequency.

26d Note.-- Most single-piloted helicopters require the use of both han ds and
feet to maintain control. Although flight control friction devices assist the
pilot, changing frequency could result in loss of control. If in doubt, query
the pilot as to his ability to change frequency.

26d Reference.-- 7110.65B-975

If you have any questions or wish to discuss the matter, please contact
S Mr. Glenn Leister, AAT-320.10, telephone number (202) 426-8511.

Chief, Terminal erations and Procedures Branch
ATC Operations and P ocedures Division
Air Traffic Service
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J2L 2 3
Subject: Pilot-Controller Glossary Definitions

1. ZACKGROUJN. These definitions are intended for use as a part of the pro-

posed change to 7110.65B-972 d, e, and f. These terms should more accurately

:*fine the helicopter operation being conducted and improve pilot-controller

understanding.

I1. PROPOSAL.

TAXI . . . (existing definition ) . Also used to clear a helicopter equipped

with vheels to ground taxi from one point to another, normally via movement

areas. See AIR TAXI, HOVER TAXI, AIM, 7110.65B-972.

HOVER TAXI. Used to clear a helicopter or VTOL aircraft to proceed from one

point to another at relatively slow speed, normally in ground effect not above

25 feet ACL. See TAXI, AIR TAXI, AIM, 7110.65B-972.

AIR TAXI. Used to clear helicopters or VTOL aircraft to proceed from one

point to another for ground movement or on-airport operations, but not to

cross active runways unless specifically cleared. The aircraft may proceed

via a hover taxi or flight within a safe and reasonable airspeed/altitude as

determined by the pilot, but normally not above 100 feet AGL. See TAXI, HOVER

TAXI, AIM, 7110.65B-972.

If you have any questions or wish to discuss the matter, please contact Mr.

Glenn Leister, AAT-320.10, telephone number (202) 426-8511.

Chief, Terminal Op nd Procedures Branch
ATC Operation: and Procedures Division

Air Traffic Service
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JUL 23 1=
Prpal 7110.65B-972, 975

.1* ~ VLR=: Taxi Irformation
"- I. .a, XU

This propal is intmided to estabish defined terminology
and phraseology for use in the grond mmuit of helicopters.
"7he only tem currently defined is "air taxi" which is found
in a note to paragzaph 1130. That definition is really just
an explanation that it is an operation "mamfly not abve
10 feet," which is not realistic with today's helicopters.
This pooad proc re and the definitins in an accmpanyng
proposa are designed to acre accurately descibe the actual
helicopter operation baing =zducted. The ja ed revision
in paragraph 975 is also related to another separate proposal
and is intended to provide for the transfer of radio coim-iications
to the aprop.riate A duty positio witIin the tower; e.g.,
ground control or local (tower) control. The use of notes to
the procedures are planned for the p.urpose of educating controllers
m helicopter caab"ities.

II. PRSAZ

7110.65B-972 - Add subaragraph d, e, and f to read as follows:

972.d. When necessary to clear a helicopter to ground taxi using
wheels, issue instructions using the phraseology in paragraphs a,
b, or c ab ve. For helicopters with skid-type landing gear, use
paragraphs e or f below as aropriate.

972.d. Note. - Ground taxiing uses less fuel and minimizes air
turbulence. Hoover, under certain c tions, such as rough/soft/
uneven terrain, it may Vnme necessary for a helicopter to hover
taxi or air taxi for safety cnsiderations. Helicopters with
articulating rotors (usually 3 or more main rotor blades) are
subject to "ground resonance" and may on rare oocasicns,
suddenly lift off the ground to avoid severe damage/destruction.

972.e. When necessary to clear helicopters or VIM aircraft
to proceed at a relatively slow speed; e.g., hover taxi in
ground effect, fron me point to another, use the appropriate
phraseology in paragraphs a, b, or c above except as follows:

PhraselogTy:

HOV TAXI:
4- ~CLTfl (dust, blowing snow, loose debris, light aircraft,personnel, etc.)
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972.e. Note. - When hovering, a helicopter or VIOL aircraft ccrsxms
fuel at a high barn rate. At airspeeds above approxirtely 20 knots,
helicopter fuel carm-,=tion is reduced, the grnd cushion air
turbulence (rotor wsh) recedes, and wke urbulence commences.

972.e. References. - 7110.65B-26.d., Pilot/Controller Glossary (hover taxi),
AIM.

972.f. When necessary to clear a helicopter or VIML aircraft to
proceed from one point to another, either via hover taxi or flight
at pilot option, use the apirovziate phraseology in paragraphs a,
b, or c above exoept as follows:

Phraseology:

AIR TAXI
VIA (direct or route presz-ibed)
TO (location, heliport, helipa, rcverent/operating areas, inactive/aotive
runway)

CRAZ A: OR B'a (altitude, if reguired)
CA7 ION (wake turbulecne, costructin equipent)
FOM W.EL LEAR or AVOID (light fixed-wing taxiing, vehicles,
personnel)
LND AND C"AcIT TR OR HOLD FOR (reason, landing/taxiing aircraft,
release, clearance to cross runway, etc.)

972.f. Note. - The terr, AIR TAXI authorizes a helicopter or VIOL
aircraft to be hover taxiied or flown within a reasonable altitude or
airspeed, whichever is detezruned by the pilot to be the safer and more
operationally expeient method for moverent AIR TA) is the preferred
.ethod for helicopter nvvements on airports provided grond operations/
conditions permit.

972.f. Reference - 7110.65B-26.d., 1103, 1105, Pilot/Controller Glossary
(air taxi), ALM.

975. Taxi information for single piloted helicopters. Issae taxi
infornation to helicopters as in 972 above and if the helicopter
recraires no further taxi instructions, instruct the p2Iot to
mcnutor/contact tower on the appropriate frequency.

Note. - This procedure enables a single pilot to set his radio before
liftoff and thereby aoid having to land before making the frequency
change to toer.

975. Reference-d.

Chief, Terumnal Oprations and Procedures Branch
A-C Operations and Procedures Divisi ,
A.ir Traffic Service
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JUL 2 3 1B86

Subject: Definition of Helicopter Landing Areas, Helicopters, Landing Site,
Helipad and Heliport.

Several termrs have become comonplace to describe locations where
helicopters land and takeoff. This proposal defines each of the
term.s currently in use. While it would be desirable to reduce the
nunber of definitions involved, each has specific characteristics
and usage which are not necessarily applicable to the others. These
definitions should assist the users and managers of the syster by
clarifying what is meant when a particular term is used. Air traffic
control proceaures (in separate proposals) apply these terms to control
of helicopters.

II. FROPCSAL:

1. HEL:T -" LA.' ;/TAO',, DE.F-ATIN AREA - An area, site, heliport,
or poroicn of a strip/taxiway/runway use. for helicopter landings
and take.:ffs. The area may or may or may not be marked or lig..ted and
is the point where a takeoff begins, an approach ends or a landi.ng is
made. An operating area may be a takeoff/landing area or may be used
for lo' level operations such as hovering and training.

-HELICT-- LA'::IN3 SITE - A location used fcr helicopter takeoffs and
lantings on a one-tire, temporary or infrequent basis, such as near a
construction site or scene of an accident.

- A small area, usually a hard surface pad, used for helicopter
takec:fs, landing or parking. The area may be marked or lighted; used
primarily for lan-dings and takeoffs; or used primarily for parking of
one or more helicopters.

Y' -p: : .- An area of land, water or structure used or intended to be

use: for the landing and takeoff of helicopters. (FAR Part 1). Heliports
may be for public, federal, military, private, or personal use. Sore heli-

2:- ports have improverents such as navigational aids, lighting, services,
-' an: passenger facilitco. Heliports may have multiple landing/takeoff

areas, helipads, and may be located within airport boundaries. Certain
military heliports have multiple parallel strips or lanes uset exclu-
sively for pilot training.

We would appreciate your candid corents on this proposal. If you
have any questions or wish to discuss this matter, please contact

A. s r .- .10, 2) 426-8511.

.j. . ~ESFE-E
Chief, Terminal Ope ations and Pro.oedures Branch
ATC 9peratiors and Procedures Division
Air Traffic Service
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JUL 2 3 S'0
SUB.FECT: Takeoff Clearance for Helicopters

1. BACKGROM. This proposed change is designed to establish hel-
icopter departure clearance prodedures from areas other than active
runways.

l'O: "II. PROPOSAL.

997. Takeoff Clearance for Helicopters.

a* issue takeoff clearance t helicopters from areas other then active
runays wth additional nstructions as necessary. Include vnd drec-

,. ,- .tion and velocity if departure s donwnd. Wthenever possible, issue

takeoff clearance in lieu of extended taxi/hover taxi operations.

Phraseology:

CLEARED FOR TAKEOFF FROM (present position, taxiway, helipad, ramp,
* numbers.)

C£LEARED TO AIR TAXI FRC, (present position or specified point) TO (an-
other position/point within the airport boundary.)

M'AKE DOSDATE RIOWI/LErI TURN FOR (direction) DEPARTULRE /DEPARTURE ROMT
(number or code.)

DO NOT OVERTLY (taxiing aircraft, vehicles, personnel, etc.)

R iAIN WELL CLEAR/RE.AIN (number) FEET FRCM (active runways, parking/load-
ing areas passenger terminal, etc.)

CAUTIOI; (Power lines, unlighted obstructions, tree,wake turbulence, etc.)

a. Note. Avoid downwind departures and if tailvind exceeds 5 knots,
obtain pilot concurrence.

a. Illustration

,4 wind

4i-p

Illustration 997.a.
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b. When a helicopter requests takeoff frn an area not risible to the
tower, from an area not specifically deignated for but not prohibited
fron helicopter use, or from unlighted areas at night, issue the fol-
lowig:

lraseology:

DEPA3 Tu Fio (present position.,.ocatLon) W= 3E AT TMWM N RISK (and
if necessary, additional instructions as in a above.)

We would appreciate your candid caments on this proposal. If you have
any questions or wish to discuss this matter, please contact Glenn A.
Leister, AAT-320.l0, tel 202/ -8511.

Z "E SPCK
Chief, Terminal Opoations and Procedures Branch
ATC Operations and Procedures Division
Air Traffic Service
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JUL 2 19SU
S-JECT: Landing Clearance for melicopters

z l . This proposal ts intended to establish helicopter land-
Lg clearances to areas other than active rumvays.

11. nOPOSA.

1020.a. lenumber the existing 1020 as 1020.a.

b. When a landing erea other than a rimvay to available for helicopter#,
issue landing clearnace preceded with additional instructions as necessary.
Include wind direction and velocity if lending to dmwnind. Issue land-

-' Ing clearance to the helicopter's final destination or to a point es near
as possible so as to avoid extended taxiing/hover taxiing.

Phraseology:

MAKE APPROACH STRAIGHT-'N/CIRC.ING LEFT/IGHT Tt4 TO (location, taxivay,
helipad, ramp or other.)

REMAIN WELL CLEARREAIN (nm.ber) PEET 71O( (runway, taxiway, other hel-
lcopter/airplane, as necessary.)

CAUTICI; (power lines, nlighted obstructions, wake turbulence, rotorvash)

CLEARED TO LAND (location, if not previously given.)

1020.b. Note.--Avoid downwind landings and If tailvind exceeds 5 knots,
obtain pilot concurrence.

wind

:.-

,,0" l1ustration 1020.b.
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7110.23. Revise the note to read:

1023. Note.--". . . prior to landing. It is acceptable to issue exiting
instructions to airborne helicopters except when the helicopter is in-
volved in critical manuevers such as an autorotation or simulated emer-
gencies.

1020.c. When a helicopter requests landing at an area not visible to
the tower, an area not specifically designated for but not prohibited
from helicopter use, or to unlighted areas at night, issue the fol-
lowing:

Phraseology:

1-41IN AT (requested location) WILL BE AT YOUR OWN RISK jand if nec-
essary, additional instructions as in b above.)

We would appreciate your candid co=ents on this proposal. If you have

any questions or wish to discuss this matter, please contact Glenn A.
Leister, AAT-320.10, telephone 202/426-8511.

L. ;E PECK
ChiefTerminal Op. tions and Procedures Branch
AT e Operations and Procedures Division
Air Traffic Service
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JUL 103 7 .65B-1o7

SMJECT: Closed Helicopter Traffic

1. IAMROLND. This change Is intended to establish procedures for
helicopter operations in operating areas and to clatify why right hand
traffic patterns are preferable for most helicopters.

II. PROPOSAL. Add the following now paragraph.

1027. Closed Helicopter Traffic
a. Approve closed helicopter traffic to areas other than active runvys:

(1) Upon pilot request,

(2) When traffic conditions require, or

(3) When helicopters and other helicopters/airplanes have sigrifi-
* cant speed differentials and it is expeditious to operate opposite/mul-
tiple traffic patterns.

b. Issue sufficient instcuctions to keep helicopters within specified
boundaries when necessary or to insure separation fro other operations,
e.g. simultaneous fixed wing/helicopter takeoffs/landings fro nearby
r riways.

1027 Note.--Most helicopter cockpits are configured for the pilot to
fly fr= the right seat making right hand patter1s/turms most favorable
to in-flight pilot visibility.

4-
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Phraseology:

RIGHT/LEFT CLOSED TRAFFIC APPROFED (specify location, appropriate portions
of the taxivay, inactive runway, direction of arrivalldeparture if nec-
essary.)

RDEAIN WITHIN OPERATING AREA (Nme or number, and specific boundaries,
or altitudes if required, e.g. below 25/500 feet, etc.)

REPORT (position, if required)

MAINTAIN VISUAL SEPAR.ATION FRCM (other helicopters, airplanes)

We would appreciate your candid comments on this proposal. If you have
any questions or wish to discuss this matter, please contact Glenn A.
Leister, AAT-320.10, telephone 202/426-8511.

N E SPECK(
Chief, Terminal Opt ions and Procedures Branch
ATC Operations and Procedures Division
Air Traffic Service

A128
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J L 5 0 J 7110.65B-1103c, 1104d, 1105, m1oa

S. : Helicoter Separation 'iteri r af tagories

I. BNOCM . In view of the inherent fleibility of the beli 1ter0
we believe that fore definitive criteria is required to facilitate beli-
cter operatios at otrolled airports. The brad criteria presetly
in use is oviarly restrictive in crtain yramdzvs and rct uzfficient-ly
efined in others. Our desire is to velop ressonable separation ci-

teria thatare safe, efficient adn understandable to pilots and cotrollers.
Wb mist also consir the helic'ter-fied wing relationships and the
potenti.al hazards associated with helicter apebilities.

elicoters, by dfinition, are "aircraft" and are considered in Hard-
bok 7110.65B to be in the "All others" Category III. This is unduly
restrictive to light helicpters and the ccept does nrt track w ith the
200 feet U paration betn helicpters (7110.65B-1130 thru 1132) nor with
Advisory Circular 150/5390-IB (Figure 4-1). 7te 200 fet separation my
be accptable betwee light helicopters, possibly b other helicoters
unrid- c-zrtain conditios, but not between light/wrall helicopters and
large helicopters under all conditins.

We reognize that crtain s-ecialized civil/military operations nay reuirle
further separation reduction beycd that in this prosal; however, opera-
tdns in very close proxiraity are the responsibility of the operators/pilots
concerned and should not reuire action by contral facilities other than'.
ncr la services such as clearances, traffic advisories, etc. Pilots engage--"
in such oerations must be fully qualified to deterve how close to safely
oerate in respect to other ccarw/military helicopters.

Aircraft Category defiitions in the Nte to pararaph 1l0a have beez-.
mrd.ified to include helicopters. Althm)vh we wuld like to sillify these I;
defn.atorzs to better accrrd , ate the TERP's categories, aircraft groups,
etc., as used elsewhere in the har k, this effort will be lrnited to
the inclusion of helicpters for ATC rawy/heliport separation purposes.

Ir suu-.ry,this prcosal atterpts to clarify existing criteria and establis'.
helicoter separation standards for trnelv use by Air Traffic controllers.
If you have strar feelings that the proposed criteria is too restrictive
or not restrictive enough, please furnish re% aMlded criteria with suportin.
justification or docmentation. Bear in mind that controllers mist contro.
helicopters and fixed wing in a mixed eviruent, therefore standard cri-
teria mst provide an acuate degree of safety to all aircraft without bin- -

curters ae or too =zplex to apply. Qnce definitive criteria is establisheL
we plan to nmke aditional changes to SctIon 11, Dparture Separation anc
Section 12, Arrival Separation, to properly accrdate helicopter capbilh-
ties whe-. landing or taking off frar the &a&u rurways with fixed wing air-
craft. We also plan to revise Section 13, Helicopter Separation, and explaiar
the new promres in the Airfrfn's Inforrata i Manual.

AI 3(1
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1103.c. The distanc be a the rw ,ays. landing strips, heliports,
,.lipads, or helcoter orating areas is in acrdanc with the ,m.nime
in the Table. Use the greater fniiur if t categories are involved, or,
the =ru in 1205 if helicotrs only are izjlved.

1103.c. Table.-Swne Direction Distanc Mianum.

Airr.aft Cateory MinimumT distane Btween Parallel Operations
(As0.efinedin Runway, heliport, E5s of adjacent strips,111l0.a. Nte) helipad ceterlnes heliports, helipads or helicoter

pe. rating areas and a runway

Category I 300 feet 200 feet
(90 neters) (60 rrters)

Category II 500 feet 400 feet
(150 neters) (120 reters)

Category III 700 feet 600 feet
(210 nwters) (180 reters)

Note.- Str crosswinds nmy nmLke it advisable to increase separation
d.istancs if helicopter rotorwash appears to be eucrroching upon adjacent
xrnways, strips, helipoxts or helipads.

1104.d. For a helicopter and an airplane, the distance between the rumway
centerlines or edges of adjacnt strips and helicopter landin areas, heli-
pads or heliports is in acrdance with the mnine in the Table.

1104.d. Table.--pposite Direction Helicopter-Airplane Minima.

T.-, Minimn distanc beten a helicorter and an airplane

" of Rurway/intersectir runway Edgs of adjacent strips or
.operation centerliras and helicopter runway/intersectir rury

landing areas, heliports, or and edges of helicopter
helipads with a specifically landing areas, heliports,
rarked/lighted toaucac m point or helipads which are

.. or unlighted

,Beten smrise 700 feet 600 feet
and sunset (210 imters) (180 reters)

Between surset 700 feet N authorized
and sunrise (210 ,reters)

A131
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1105. Simultaneus Helio'ter Operations.

1105.a. Authorize sihu~ltaneOus heicopter landinp, ta3ikoff a or groun
movemnts in accordance with the v±WT in the Table. Use the greater
minma if two catepries are involvd..
1105.a. Table. --Sinitaneous Heliccpter Operations Di Lt2re Minim.

AirrafCateory BeV na helicopter at Bteen tw helicopters at
(As defined in ePeratiri rotor RPM and Weratzin rotor M.
3110.a. Note) a helicopter startin ur

or shutting down

200 feet 100 feet
C~ ry I (60 Metars) (30 meters)

400 feet 200 feet
ego" II (120 meters) (60 meters)

600 feet 300 feet
Cate~ry III (180 meters) (90 meters)

Note.-Stran winds may make it advisable to increase separation

distances if helicopter rvtorwash apears to be encroachir upon
adjacent helicopters.

1105.b. Reduction of the criteria in 1205.a. "my be necessary for oer-
tain military or civilian operatins anc should be crvered by approved
operatr procdures ar/or letters of agreent with appropriate
authorities as signatories. tUess such procdures/agreements exist,
the insructiors in paragraphs 997 and 1020 apply.

1l10.a. hbte.--Air~ft Ctegories are as follows:

Cateorry I-Liqht-weight, single-engin, perwal-type propeller driven
aircraft. Includes heliopters operating at weights of less than 6500 lbs.
but no, higher performance, sirle-enine aircraft such as the T-2B.

Category II-Light-wight, twin-engine, propeller driven aircraft weighing
12,500 lbs or less such as the Aero Caimnmder, Beech Kir Air, DeHavilland
Dove, Twin Cessna. Includes helicopters operatinM at weights of 12,500 lbs j
or less but not Cat I he.Licopters.

Ctegory I1-All other aircraft such as the higher performance single- MM
engine, large twin-erine, four-enqine, and turbojet aircraft. Includes

helcop~nscpem wig1 of nore than 12,500 lbs.

Chief, Termina I aticns and Procedures Branch
ATL Operations Procedres Division
Air Traff ic Service

Al 32
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JUL 23 7110.65B-475,1140,1141

SUBJECT: Special VFR Helicopter Separatioi

1. BACKGROUND. There have been differing interpretations of paragraphs
475, 1140, and 1141. This proposal is intended to simplify application
of Special VFR Helicopter Separation, clarify intent and enhance the
flexibility of SVFR procedures for helicopters to take advantage of their
Inherent capabilities. Some of the separation criteria has been in-
creased and some decreased to standardize figUres with TILSA criteria. It
Is believed the proposed criteria should encourage the use of SVFR pro-
cedures and thereby benefit helicopter operations rather than penalize
them. If users or facilities are aware of any negative impact due to the
increased/decreased separation, we would appreciate detailed coments
and recommendations.

I. PROPOSAL. Renumber paragraphs 476 through 478, respectively, as
475 through 477. Paragraphs 475, 1140 and 1141 are revised to become
478 and 479.

478. SPECIAL VFR E!LICOPTER OPERATIONS. Control a Special VFR heli-
copter by the preceding Special VFR procedures unless other procedures
have been approved. Apply Special VFR Helicopter Separation under para-
graph 479 when at least one of the following conditions is met:

(a) Special VTR helicopter procedures are contained in a Letter of
agreement, the helicopter operator is a Signatory to the agreement, and
the LOA specifies those required visual references, checkpoints, report-
ing points, routes, holding fixes or helicopter traffic patterns nec-
essary to assure separation.

(b) Special VFR helicopter procedures, containing the necessary
visaal references in paragraph (a) above, hpve been approved and are in
the possession of the pilots concerned.

(c) The local topographical features, visual references, naviga-
tional references, or landmarks are such that a minimum of controller-
pilot cmunication will insure separation.

(d) Radar coverage is adequate to maintain at least 14 nm sepa-
ration or insure pilot compliance with approved SVFR helicopter routes.

479. Special VFR Helicopter Separation.

When approved procedures are established and at least one of the con-

ditions in 478 can be met, apply the following minima:
479. Reference. AIM.
(a) Between Special VFR helicopters - 1 mile, or:

(1) If more than one helicopter is proceeding in the same direc-

tion along a route, visual separation may be used if accepted by the
succeeding helicopter(s), traffic information is exchanged, and each
succeeding helicopter(s) has the preceding helicopter(s) in sight, or

(2) For tw or more simultaneous helicopter departures, if the
course of each diverges by at least 150 from each of the others- instruct

A134

"................... .'" C &



2.

the helicopters to maintain visual separation, the desired course, or
the desired route.

(b) Between an arriving/departing Special VYK helicopter and an arriving
IFR aircraft executing a straight-in approach or a departing TYR aircraft:

(1) If the IFR aircraft is nores than I mile fram the landing thresh-
old or runway end -lk mile or 500 Leat vertical separation, or

(2) If the IhR aircraft is lessa than 1 mile from the landing thresh-
old or runway and - k! mile or 500 feat vertical separation, or

(3) For radar separation vithin 15 miles of the ante=&~ - lk miles or
500 feet vertical separation. You may vector SVFR helicopters at an
assigned altitude as low as 500 feet below the MVA or lower only if pilot
coccurrence is received.

(b)(3) Note.--Altitude assignment or vectors below MVA must be exercised
in a manner that permits pilot compliance with appropriate PAR'&.

(c) Between an arriving 1FR aircraft executing a circling approach or
missed approach - 11! miles or 200 feet vertical separation for Approach
Categories A, B and C: 3 miles or 500 feet vertical separation for Ap-
proach Categories D and E. You may use radar to reduce the 3 miles as
in (b)(3) above.

'or

'VFI
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We vould appreciate your camdid eoments aG the propoal. if you have
any questions or wish to discuss this matter, please contact Glen A.
Leister, AMT-320.10, telephone 202/426-8511.

Chief, Terminal Oper ns and Procedures Branch
ATC Operations and Procedures Division
Air Traffic Service

4e

A136

K4



DEPARTMENT 00 TRANSPORTAT ION Dt
PIDURAL AVIATION ADMINISTIA-TYI74

Preew, Nsbme* .

AIR TRAFFIC CONTROL DOCUMENT CHANCE PROPOSAL AAT-320-80- ,,

OeeumSmt Aflmi

Federal Aviation Administration 07210.3 076104
4 AJr Tratic Service ATTN. AAT-320 Q AIM

METrURN rO: $00 Independence Ave., S.W. Reply b

TO0 ("X'" o &€ m ,,,,nf rooI I , mww.) COP I
hINDUSTRY FA A IONS FO a FAA HADOUATERS

* NACA AALASK 91 AAL TL E [3 AAT.20 E AAT-530

- -OPA NATA I CENTRAL 0 ACE " ACE AA A 200 A.A-1 L

" APA NBAA EASTE RN AEA C AEA AAT 320

[X AlA OhAA75 GREAT LAKES AGL [D AGOL ED [3AT-330 EAFO-1

El A1CA CX NTSB NEW ENGLAND ANE ANE Is AAT.34 0 AGC-23

SATPAC r~ PAlCO 0 NORTHWEST ANW C ANWrj AAT 360 0 0r-o

CE AI:A ED FrACIFIC AnC APC E)AAT-370 AA' 305 Imic

ZAA 0MHC ROCKY ARV ARM E 0 AAT.A20 0) AA-100"." MOUNTAIN

H ~SAC 0) SOJTHERN 0A-SO CASO A0AT-520 00-561

M •AHS NEhPA
Helicopter Operations 0 soU9w~sT 0 ASW C A 0 MILITARY

ask Force (FAA)_C wESTERN El AWE - AWE 0 0 USA USAF
;,--:-82: ElASF-3-'US

l AFO-250 - ,0 '  AC. 0 LsA 0 USN

JASAWS-160 AS-1oo USAF CANADA
" AWS-130 A 3-3- LIN rATPI

C A..- ]ANA-11O (Trsnsport Canada)
PLEASE INDICArE YOUR COfMMENTS ON TME ENCLOSED PROPOSAL IN rNE EVALUATION SECTION RELOW AND RETURN TO
TE AROVE ADDRESS If ADDITIONAL SPACE IS REOUIRED, CONTINUE ON REVERSE.

EVALUATION 0 CONCUR 0 NomCoNcuR (COMENTS REOUESTEDJ

A137

•e "I



7110.65-l3/1284

JL L 3 ait
SULTECT: Stage III Service, Helicopter Separation

1. BACKGROU'D. The intent of the existing paragraph can be wisinter-
prated that there is no requirement to provide appropriate State III
Service to helicopters. This proposal Improves language and provides
additional flexibility for helicoptsi'

I . ROPOSAL.

1283. Helicopter Separation

a. Separate VFR helicopters from other VFR helicopters according to 1282
unless traffic information has been exchanged and one or more of the
helicopters, as appropriate, has visual contact with the other(s).

:.
b. Helicopters may be assigned an altitude as low as 500 feet below the
XVA, or lower only with pilot concurrence, consistent vith FAR 91.79d.

1284.---IFR altitude criteria, except as in 1283 b.

We would appreciate your candid cments on this proposal. If you have
any questions or wish to discuss this matter, please contact Glenn A.
Leister, MAT-320.10, telephone 202/426-8511.

Chief, Terminal Oper ions and Procedures branch
ATC Operations and rocedures Division
Air Traffic Service
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